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Transport Bill’s Third Reading 


a= the farcical treatment which the Transport Bill re- 
ceived in Standing Committee, when, under the time- 
table insisted on by the Government, it was necessary to omit 
as many as 37 clauses and seven schedules from discussion 
of any sort, and to pass over many others in haste, it had 
been hoped, albeit not very confidently, that the Government 
might be prevailed on to give reasonable time for consideration 
of this measure during the Report stage. All efforts by the 
Opposition, however, failed to move the Government from the 
time allotted in the “ guillotine” resolution which it had 
forced through the House before Easter. The first three days 
of this week were given to the Bill, and how inadequate this 
was, is clear from the fact that the Minister had tabled 176 
more Government amendments (after inserting 245 Govern- 
ment amendments during the Committee stage), and new 
Opposition amendments exceeded 200. The Bill, therefore, 
which affects profoundly the commercial and private life of 
the whole nation, has been hurried through the House of 
Commons in a manner which has precluded it from receiving 
the consideration which, in normal times, would have been 
accorded a far less controversial measure. As we were going 
to press. the Bill was in the final hours of the Report stage. 


~ « * + 
In Lords before Whitsun ? 


It is now expected that the Bill will receive its Third Reading 
next week and be sent to the House of Lords before Whitsun- 
tide. It seems unlikely that the Upper House will insist on 
amendments to the Bill which would involve a crisis between 
the two chambers, but there is every reason for hoping that the 
peers will revise with especial care a measure which has been 
the subject of such scant courtesy and reasoned thought in 
the House of Commons. Among the amendments which were 
agreed during the Report stage was one brought forward by the 
Minister of Transport increasing the amount of compensation 
which might be made to local authorities in respect of their 
transport undertakings; the Minister also said that discussions 
were now proceeding with the Road Haulage Organisation on 
compensation clauses. The Government rejected all efforts by 
the Opposition to go to arbitration on compensation for the 
acquisition of the railways. Mr. Barnes, in saying that the 
suggestion was quite unacceptable that the Government was 
under an obligation to maintain the rate of interest established 
under private enterprise, added that the Government, if it had 
the will of the people behind it, could do anything it liked 
about services necessary for the whole of the community. In 
view of the omission of “C” licensees from the Bill, and the 
concessions On compensation to other interests, the Govern- 
ment may find the railways subject to the disabilities which 
compelled them to seek the “square deal” in 1938. 

+ * * * 
Government’s Production Campaign 


The President of the Board of Trade has launched a large- 
scale production publicity campaign on behalf of the Govern- 
ment, based on the slogan: “We work or want.” Posters, 
Press advertising, factory talks, display sets, wall charts, films, 
picture sets, and exhibitions all are to be used to bring home 
to the people of Great Britain the economic plight of the 
nation. The Federation of British Industries and the Trades 
Union Congress held discussions with the President of the 
Board of Trade after the issue of the recent White Paper, 
“ The Economic Survey for 1947,” and they are in agreement 
with the need for the present campaign. One of the basic 
causes for the present situation is recognised to be lack of 
coal, and on the additional production of coal would depend 
our economic future. Sir Stafford Cripps has appealed for 
an all-out effort and the co-operation of both sides of industry. 


~ * * * 
Lord McGowan on Burdensome Controls 


At a time when industry is being exhorted to increase pro- 
duction, Lord McGowan, Chairman of Imperial Chemical 
Industries, has drawn attention to the hampering effects of 
the great mass of controls under which industrialists still 
labour. In his statement, submitted with the report and 
accounts of I.C.I., he urges a lifting of all unnecessary controls 
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which hamper industry. He expresses concern at the effect 
of many of the controls in industry and suggests that the 
Government should review them all with a view to eliminating 
those in which the detailed work of administration is out of 
proportion to the benefits accruing. Lord McGowan said that 
the strain put on industry by the administrative measures 
which are necessary to comply with these controls is a serious 
burden. The work involved in digesting and issuing instruc- 
tions for the observance of the large mass of legislation which 
has been, and is still being, passed, absorbs the time and 
energy of staff which might well be engaged on more pro- 
ductive work. In 1946 the gross manufacturing and trading 
proceeds of Imperial Chemical Industries amounted to over 
£118,000,000, and Lord McGowan speaks with the authority 
which comes from the conduct of large-scale business. 
* * * * 

British Railway Investment in Venezuela 

The amount of British capital invested in Venezuela at the 
end of last year was £17,894,526, and although the return was 
£1,652,359, or an average rate of interest of 9:2 per cent., there 
was no less than £9,663,681 of capital which received no in- 
terest. The British investments in railways in Venezuela 
totalled #1,821,094, on which interest of £16,705 or 0-9 per 
cent. was received last year, when there was £1,487.082 of 
capital remunerated. The statistics relating to Venezuela, 
which are compiled by The South American Journal, include 
the ordinary and preference shares of the Bolivar Railway. 
and the ordinary shares of the La Guaira & Caracas Rail- 
way. The latter company, largely as the result of exchange 
profits, recently has been able to meet the debenture interest. 

* * » * 

Overseas. Railway Traffics 

Uruguay has been experiencing a period of reduced traffics, 
and although the North Western of Uruguay Railway showed 
an improvement of £994 in March, it is still £218 down on the 
aggregate from July 1 last year. The other British-owned 
systems are less favourably placed, aggregate results of the 
Central Uruguay being £86,842 down at April 12, and the 
corresponding decreases at the end of March on the Midland 
and Northern systems being £15,028 and £4,382 respectively. 
Argentine traffics improved, after preceding fluctuations, in the 
week ended April 12, and the trend was continued during the 
fortnight to April 19, except on the Buenos Ayres Great 
Southern, which lost ps. 33,000 in the second week. The com- 
pany’s net result for the fortnight, however, was a gain of 
ps. 273.000. Some figures for the week ended April 19 are 
compared below: — 

No.of Weekly Inc.or Aggregate Inc. or 


week traffic dec. traffic dec. 
Buenos Ayres & Pacific* “; “ae 2,850 +443 100,927 + 5,027 
Buenos Ayres Great Southern* 42 3,809 33: 153,347 2,798 
Buenos Ayres Western* ose), 1,488 +209 55,377 + 4,817 
Central Argentine* ... os SE 3,161 223 =135,706 + 3,208 
£ 
Canadian Pacific we ; 16 1,431,000 +215,250 22,250,250 + 679,250 


* Traffic returns in thousands of pesos 
Gross receipts of the C.P.R, have continued their recent im- 
provements, and gained £443,500 in the fortnight under review 


* * * * 


Steel Supply Problems 

In reviewing the work of the Iron & Steel Board during 
the past six months, Sir Archibald Forbes, Chairman, stated on 
Monday that more than half the projects envisaged in the 
British Iron & Steel Federation plan for developing the in- 
dustry—which had been accepted by the Board in relation to 
overall capacity—had been approved and work was now well 
under way in the majority of these projects. But for the 
shortage of coal, steel production in this country this year 
would have reached a record figure of over 13 million ingot 
tons, whereas actual production to the end of March was 
equivalent to a rate of under 114 million tons, and although 
every effort was being made by imports to reach the estimated 
15 million tons required, overseas demands in relation to 
current supplies operated to curtail the quantity available 
for purchase by this country. With regard to the priorities 
for steel supplies, which we commented on in our April 11 
issue, Sir Archibald Forbes pointed out that the order of the 
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six priorities given was not intended to imply preference for 
the particular industries referred to, but that all ranked equal, 
The pressure on industry in general to convert to oil bi ring 
has created difficulties in the supply of the necessary equip- 
ment. Present conversions to oil burning represent a saving 
in coal of 450,000 tons a year. and it is hoped that this figure 
will have increased to nearly 1,000,000 tons by the end of 
this year. 
* * * 7 


Construction of Track in New Tube Tunnels 

Clearances in tube tunnels are very restricted, and this 
feature makes it essential that the tracks should be laid in 
concrete so that clearances are maintained. The tube tunnels 
are themselves constructed of cast-iron or reinforced-concrete 
segments, generally six to the ring. and each ring measuring 
1 ft. 8 in. wide. As the sleeper ends fit between the flanges of 
the segments, the sleepers are spaced at 3 ft. 4 in. intervals, 
excepting at joints, where the spacing is 1 ft. 10 in. approxi- 
mately. Jarrah sleepers are used, 6 ft. 6 in. long x 10 in 
5 in., with the ends chamfered to fit into the segment. The 
tunnelling contractors leave a concrete bottom in the tunnel, 
benched up at both sides to form supports for the sleeper 
bedding concrete. The adoption of 300-ft. welded rail as the 
standard length for use on London Transport railways made it 
necessary to devise a mechanical method of track laying in 
tube tunnels, as obviously a 300-ft. rail weighing nearly 4 tons 
cannot be manhandled from the rail train forward along the 
12-ft. dia. tunnel with minimum clearance between the 
vehicles and the sides of the tube, and it would be extremely 
difficult to devise any cantilever arrangement to extend up to 
360 ft. ahead of the train. The simple and effective method 
which had been devised by the London Transport permanent 
way engineers is briefly described and illustrated in this issue. 
Essentially, it amounts to the provision of a.750-ft. overhead 
runway suspended from brackets, fitted with rollers, from the 
top segment bolts. Along this runway the sleepers are trans- 
ported and lowered, and then the 300-ft. rails similarly 
conveyed. 

* * * * 


Reducing Harmonics in Substation Feeders 

Extension of main-line electrification appears likely to be 
rapid and widespread overseas, and the development of mer- 
cury-arc rectifiers suggests the decision to adopt d.c. operation 
from substations supplied with high-voltage a.c. But, for long- 
distance electrification overseas, there will not be usually any 
existing compact and suitable power supply systems available, 
such as the British grid, for feeding the substations. A separate 
and lengthy feeder system will, in general, be required. 
necessarily operating at times in light-load conditions. It is 
in those circumstances that there is a possibility of electrical 
trouble and interference with communication systems, because 
of the harmonics which occur normally in the current taken 
by 6-phase and 12-phase mercury-arce rectifiers. Accordingly. 
we must assess as highly important to our export prospects 
the development recently described at a meeting of the Rugby 
sub-centre of the Institution of Electrical Engineers. Dr. 
J. C. Read, of the British Thomson-Houston Co. Ltd., has 
evolved a method of using a small auxiliary rectifier in con- 
nection with the interphase transformers of a 12-phase rectifier. 
which reduces the current harmonics to the equivalent of those 
produced by a 24-phase set. This is an improvement which 
may well make a great contribution to the smooth operation 
of main-line systems overseas, without introducing any 
appreciable complication or additional cost. 


e * * * 
Recasting Chicago’s Passenger Stations 


Plans are under consideration for complete remodelling of 
the long-distance passenger terminals in the city of Chicago, 
estimated to cost $100 million for new passenger stations 
and up to $150 million if a corresponding improvement in 
freight handling is included also. At present there are four 
jointly-used main-line passenger stations—the Central, Dear- 
born, La Salle Street, and Grand Central terminals. The plan 
is that these should be reduced to two, for which four pos- 
sible sites are under consideration. One project envisages the 
retention of the present La Salle Street Station as the suburban 
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portion of a new station at Polk Street, with 20 through 
tracks, and loop lines for reversing the trains. A second plan 
calls for the complete reconstruction of the present Dearborn 
Station, with 24 terminal tracks for long-distance and 6 for 
suburban trains. The third scheme contemplates expansion, 
on the site of the present Central Station at 12th Street and 
the lake front, to 22 tracks, partly through and partly terminal; 
the Illinois Central suburban lines on the west side of the 
station would be re-located. The fourth plan is for an en- 
tirely new station at Congress Street, with 24 main-line and 6 
suburban tracks, all terminal. By the reconstruction, the ex- 
change of sleeping cars and coaches between the various rail- 
ways, now that long-distance services through Chicago are at 
last in Operation, should be greatly facilitated. 


* * * * 


British Locomotive Builders’ Markets and 
Competitors 
ETWEEN the two wars the principal markets for British 
locomotives were India, South Africa, Argentina, and 
other South and Central American countries. As far back as 
1913, India was the principal customer, when it accounted for 
nearly 34 per cent. of British manufacturers’ total exports. 
At that time Argentina took 25 per cent., British Africa 11°4 
per cent., and Australia 9°6 per cent. India remained the best 
customer until 1937, when British Africa took first place with 
25:5 per cent. The importance of the African market increased 
until 1945, by which time it accounted for 61-7 per cent. of 
total locomotive exports. In 1946, however, India resumed its 
first place with 46-6 per cent., and 30°1 per cent. went to 
countries other than Argentina. The last-named remained a 
good customer in all pre-war years, but its proportion of the 
total tended to decline. 

An analysis of locomotive exports is given in the survey* 
published recently by Political & Economic Planning, to which 
we referred in our April 4 issue. This shows that British India 
imported all its requirements of locomotives before the war of 
1914-18, and the bulk of these came from Great Britain. 
Before 1939,competitors had secured a footing in the Indian 
market; chief of these was Germany, whose share was substan- 
tial in the last three years before the war. If no additions are 
made to the number of locomotives in use, it is estimated that, 
assuming the backlog of renewals which accumulated during 
the war to be in the region of 300, between 180 and 200 
locomotives will be required yearly for the next five years. 
The principal danger to British trade does not arise from com- 
petition from outside India, but from increased Indian self- 
sufficiency. If India should prove able to produce 50 loco- 
motives a year, about 130 to 150 locomotives would have to 
be imported each year during this period; thereafter, the import 
rate would drop to 100 or less if India’s building capacity was 
increased. 

Before the war, South Africa imported locomotives from 
Great Britain, the United States, and Germany in that order of 
importance. Assuming that the backlog of renewals will te 
maintained during the next five years at the rate of 60 loco- 
motives a year, and that normal replacement demand is about 
70 locomotives a year, total demand will amount to about 
130 locomotives a year for the next five years, and drop to 
60 to 80 thereafter. If it is assumed further that the market 
will be shared by Great Britain and the United States in the 
same ratio as during the war (3 to 2). Great Britain’s share 
would be some 80 locomotives a year during the next five years, 
dropping to 50 when the normal replacement rate is resumed. 

Australia used to import a high proportion of her require- 
ments from Great Britain. but during the war turned almost 
entirely to the United States and Canada. Although this may 
have been due largely to strategic necessity, it is thought that 
the change may be permanent, and in any event it is believed 
that Australia is approaching self-sufficiency. 

Argentina, in all probability, will have to import the greater 
part of its locomotive requirements for some time to come. 
The backlog of demand is very substantial, and it is believed 
that future purchases from Great Britain cannot be less than 


** The Locomotive Building Industry."’ Published by P.E.P., 16, Queen 
Anne’s Gate. London, S.W.1. Price 2s. 











THE RAILWAY GAZETTE 435 





25-30 locomotives a year during the next ten years, and may 
exceed this number if prosperity is maintained, and if there is 
no discrimination against imports from Great Britain. Other 
Latin American countries are likely to be fairly large importers 
during the next five or ten years, and it is believed that the 
ability to give speedy delivery will be a major factor in deciding 
whether contracts are placed with British or American manu- 
facturers. 

The Middle and Far Eastern markets may prove of some 
importance, especially Egypt and Turkey, and also Burma. 

Early in 1945 the Locomotive Manufacturers’ Association 
compiled estimates for export demand for British locomotives. 
The total rose from 265 in 1947 to a peak of 522 in 1949, 
dropping to 400 in 1951; thereafter, the total annual demand 
was estimated at 280-340. This estimate is regarded by P.E.P. 
as “ very sober,” and as doubtless taking into account the pre- 
war renewal rate of the various countries concerned, and not 
expecting these rates to be exceeded when wartime renewals 
have been met. It is possible that if world prosperity is main- 
tained, the normal demand after 1951 may exceed the numbers 
expected. 

Dealing with foreign locomotive building industries, the 
survey shows that in 1924, nearly two-thirds of the total value 
of exports from the seven chief countries came from Great 
Britain, the United States and Germany. From 1929 to 1938 
these three countries accounted for about 90 per cent. of world 
exports in the following proportion: Great Britain, 54; Ger- 
many, 28; United States, 18. Before the depression Czecho- 
slovakia and Sweden were the two producers next in order of 
importance, but since 1929 France and Belgium had taken their 
place. 

Between 1925-1938 a rapid increase in exports of locomo- 
tive parts by Germany had caused considerable perturbation 
in Great Britain. German builders, it was argued, enjoyed a 
considerable advantage over their British competitors in that 
they were assured of a reasonably steady home demand which 
enabled them to quote low export prices apart from any 
subsidies they may have received. Exports to South Africa 
alone in the period 1927-1938 apvear to have totalled 600 
locomotives and 500 boilers, or about double British deliveries. 
Similarly, in the period 1930-1938 German exports to Latin 
America were about 300 locomotives, or eight times the U.S. 
exports to those countries. 

The German locomotive industry in 1938 comprised ten firms 
with an estimated labour force of 12,000 to 16,000 workers, and 
an estimated outout capacity of 650 to 800 locomotives a year. 
During the war, the industry was greatly expanded. and in 
1945 it reached a peak output of 500 standardised “ Kriegs- 
Lokomotive” type a month. The industry suffered a great 
deal of destruction towards the end of the war; five of the 
firms are located in the Russian Zone and it is possible that 
their equipment may be claimed as reparations. Potentially, 
the industry is still the greatest rival of the British; under the 
Potsdam Agreement output is restricted to about 50 per cent. 
of the 1938 figure, and on this basis the output of the industry 
would be barely sufficient to meet the requirements of the 
Reichsbahn for renewals at the pre-war rate. 

The locomotive industry of the United States in 1938 com- 
prised thirteen establishments, employing nearly 11,000 persons. 
Output was expanded rapidly after 1942, and the U.S. War 
Production Board’s estimate of production for 1944 was as high 
as 4,000 locomotives. There is a considerable backlog of 
demand in the home market, and home sales are likely to reach 
a very high level during the next three years, unless there is 
a business recession. The yearly average of renewals by 
American railways in the ten years to the end of 1945 is 
estimated at 700 locomotives. Even at the rate of 1,000 main- 
line locomotives a year for the home market, the building 
capacity built up during the war would leave an export margin 
of 2,000-3,000 locomotives if the 1944 production rate were to 
be maintained. On the other hand, traditional unwillingness 
to incorporate detailed specifications of customers, and high 
prices, in the long run might turn the scales in favour of Great 
Britain. 

The locomotive industry of Canada is of comparatively recent 
growth. In 1935 only four locomotives were manufactured, 
but by 1944 the figure had risen to 190. Exports increased 
considerably during 1945 and 1946, mainly to India, Belgium, 
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and France. In general the Canadian industry is organised to 
undertake large orders of standard types, and little effort is 
being made to secure those smaller orders of two to ten loco- 
motives which were the mainstay of British exports between 
the wars. On the other hand, it is believed that Canada will 
be keenly interested in exporting its locomotives in the future, 
and therefore may be considered an important competitor. 

Ex-neutral countries with a well-developed locomotive in- 
dustry, such as Sweden and Switzerland, may be important 
competitors in the next five years. In the long run, however, 
Czechoslovakia and Poland will be greater rivals, particularly 
if they are able to maintain relatively low prices. 


& * * s 


Closer Co-operation of Railway Staff and 
Management 


N January last, the National Union of Railwaymen, the 
Associated Society of Locomotive Engineers & Firemen, 
and the Railway Clerks’ Association submitted proposals to 
the Minister of Transport for securing the closer co-operation 
of railway staff during the present difficulties, which arise be- 
cause of the inability of the railways to obtain sufficient material 
to enable them to overtake the heavy wartime arrears of main- 
tenance of rolling stock, permanent way, and so on. Further 
difficulties are being caused by the shortage of locomotive coal 
and the unsuitability of an appreciable proportion of that which 
is supplied. Also, the shortage of labour and building materials 
is affecting adversely many of the welfare schemes which both 
the railways and the staff desire put into operation. After con- 
sideration of these proposals by the Railway Executive Com- 
mittee, and discussion with the union representatives, we under- 
stand that the following arrangements have been approved by 
the Minister for introduction forthwith. 

As a first step, each divisional or district railway officer is to 
convene a meeting of the chairmen and secretaries of the local 
departmental committees under his jurisdiction. For many 
years, these committees have been part of the machinery for 
securing close contact between the managements and the men. 
He will explain that the meeting is called as the result of con- 
sideration between the Minister of Transport, the manage- 
ments of the railway companies, and the trade unions with the 
object of securing the most effective collaboration with the 
staff in the present difficult situation, and from the point of 
view that it would be an advantage for the discussions to take 
place in a more comprehensive and wider sense than is afforded 
by individual local committees—hence the suggestion for bring- 
ing together the local committees over an area. 

The employee representatives on the respective local depart- 
mental committees will then be given the opportunity of meet- 
ing among themselves, along with the area representatives of the 
sectional councils concerned and representatives of the three 
trade unions, when they would be able to discuss the difficul- 
ties in the area and submit their suggestions and proposals for 
solving them. These will be thoroughly explored by the rail- 
way Officers. 

After meetings of employees have been held on these lines, 
and their suggestions and proposals prepared, the railway con- 
cerned will arrange meetings on a divisional, district, or area 
basis which will be attended by the company’s officers, two 
representatives of the company’s side, and two of the employees’ 
side of each local departmental committee, area representatives 
of the sectional councils, and, if desired, representatives of the 
three trade unions. It is suggested that, from the company’s 
side and irrespective of the questions which may be raised by 
the representatives of the staff, the general subject of discus- 
sion should be the difficulties under which the railways are 
operating at present, with explanations by the railway officers 
as to the contributory factors and their suggestions as to the 
remedies to be applied, with indications as to the directions in 
which the staff can be of particular assistance in bringing about 
improvement. 

It is intended that the general atmosphere of the meetings 
shall be one of taking the staff fully into confidence as to the 
difficulties to be overcome, and a readiness on the part of the 
company’s officers to endeavour to meet the staff point of view 
in the necessary adjustments of working which may be required. 
Amongst the difficulties to be discussed will be absenteeism, its 
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causes, and the steps to be taken to bring about an improve. 
ment; and also the reluctance of the staff to perform the addi- 
tional duties necessitated by existing circumstances in the shape 
of overtime and Sunday duty. The progress of these discus- 
sions will be watched with considerable interest, as the; may 
have an important effect on the future relationship of labour 
and management on the railways. 


* * * * 


Weight Reductions in American Rolling Stock 


WO recent American papers on weight reduction of ra 
rolling stock show the importance accorded to thi. sub- 
ject at the present time. On December 5, 1946, Mr. P. Ww. 
Keifer, Chief Engineer, Motive Power & Rolling Stock, New 
York Central System, opened a discussion on weight reduction 
in passenger-car equipment and specialities at a session in New 
York of the Railroad Division of the American Society of 
Mechanical Engineers; and Mr, R. L. Rex, Railroad Mechani- 
cal Assistant, Air Reduction, New York, read a paper on 
welded freight cars before the Railroad Session of the American 
Welding Society at its annual meeting in November, 1946 

At the outset, Mr. Kiefer gave warning that mere weight re- 
duction as such could be pursued too far, until a stage was 
reached at which the useful life would be shortened, whilst 
out-of-service time for repairs would be increased; furthermore, 
it must not be allowed to interfere with smooth and shock-free 
operation. Regarding initial costs, the high cost of modern 
coaches reduces the margin of return on investments in such 
equipment, even with cars making 250,000-300,000 miles 
annually, which is the sort of mileage which must be run at 
present costs if economic survival is to be ensured. 

The accompanying table shows the progress made since the 
late 1920s. The American coach of 1945 is 6 ft. longer; con- 
tains tight-lock couplers with swinging supports and a comple- 
ment of heavy metallic connectors; air conditioning and modern 
ventilating apparatus with correspondingly heavier generating 
equipment; much larger batteries; electric control devices; 
streamlining, including end closures and folding steps; more 
extensive lighting; and many other items. Notwithstanding 
these additions and the increased length, this coach is about 
74 per cent. lighter than the car of some two decades ago, as 
a result of the use of better materials and processes, accumu- 
lated experience, and better designing throughout. Thus, 
although the table shows the coach of the 1920s to have the 
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(1) (2) (3) (4) 
Coach of Coach of 1945; 
late 1920s ; high-tensile Percentage 
item carbon-steel low-alloy steel; change ; 
riveted body welded, non- column (3) 
(not air- fluted body compared 
conditioned) (air-conditioned) with 
column (2) 
| Complete coach, Ib. ‘: 130,900 121,000 —7°5 
2 Two  four-wheeled bogies, 
complete, ready for ser- 
vice; 36-in. rolled steel 
wheels, Ib. 34,000 39,500 +16-1 
3 Body, completely equipped, 
Ib. 96,900 81,500 —15-9 
4 Equipment added to the body 
shell, Ib. 40,300 50,600 +25°5 
5 Body shell alone (item 3 less 
item 4), 56,600 30,900 —45-4 
6 Body ane as ‘percen- 
tage of complete body 
weight (item 4 = item 3) 
x 100 oe ~ in 41-6 62:0 +49-0 
7 Coupled length, fe. ... ae 79 85 +7°6 
8 Passenger seating capacity ... 84 56 —33-3 


greater seating capacity, the seats of the modern coach are of 
the de luxe revolving, reclining type. The striking reduction in 
body shell weight is due largely to improved high-tensile 
materials of construction and to better methods of fabrication. 

One of the difficulties of detailed analysis of the problem 1s 
lack of information on the weights of a large number of items, 
including running gear. The bogies, ready for service, are 
an example. By using alloy steel for the important castings; 
instead of, say, grade A cast steel, about 1,550 lb. weight can 
be saved per car (1°28 per cent. of the dry weight). This 
figure does not take into account, however, such items as clasp- 
brake rigging, brake cylinders and brake blocks, slack adjusters, 
piping, equalisers, shock absorbers, roller bearings and boxes, 
etc., totalling some 14,000 lb. or about 11°5 per cent. of the 
dry weight. Again, equipment other than that supplied to the 
bogies (item 6 in the table) is some 62 per cent. of the com- 
plete body weight, and comprises coupler equipment, windows 
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and fixtures, inside furnishing, heating installation, water 
supply, body foundation and air brake parts, electrical equip- 
ments, and air conditioning and ventilating apparatus. Each 
item in these lists should be studied in detail, with a careful 
analysis of the weights of the component parts, including (for 
each detail) separation of the construction materials necessary. 

Much progress has been made, but more should be forth- 
coming: air compressors for air-conditioning batteries, and 
lighting generators all lend themselves to special studies with a 
view to weight reduction. Shortened schedules are being in- 
troduced in America, and, as speed means power, the value of 
having saved about 175-200 tons in a 15-coach train by using 
lighter rolling stock is not difficult to realise. 

Mr. Rex’s paper emphasises the advantages of low-alloy high- 
strength steels and welded construction in the production of 
freight vehicles having less weight and higher capacity. Less 
weight for a given strength or more strength for a given weight 
(or an intermediate result between the two) are the possibilities 
to be aimed at. Welding is valuable, as it eliminates rivets 
and their attendant lap joints; moreover, it favours a simpler 
and less weight-consuming design. Although the possibilities 
of alumimium alloys and stainless steels as materials for freight 
vehicles are not overlooked, emphasis is placed on the low- 
alloy steels, as they have been used more extensively. 

Such steels, used jn connection with welded construction, 
allowed a reduction in weight of 5-7 tons in each vehicle. 
Thus, greater capacity could be achieved for a given load 
hauled; or fewer cars could be employed to move a given 
tonnage; or less fuel could be used in hauling a train of given 
length. In any combination, such advantages resulted in a 
bigger net operating income. The present-day limitation to 
further reduction in weight lies in standard freight-car brake 
equipment, since the total weight, if lowered beyond a certain 
point, would not fulfil the requirements for braking ratios for 
loaded cars. The “ empty-and-load brake ” offered a solution. 
but it was high in first costs, and had certain functional limita- 
tions. The new “ variable-load brake” now being developed 
should, when available. enable present braking restrictions to 
be removed. 


* * * * 


Ceylon Government Railway 


5 lee report of the Ceylon Government Railway for the 
year ended September 30, 1945, shows an increase of 
14-58 per cent. in gross receipts from all sources, which totalled 
Rs. 59,592,041. Expenditure, at Rs. 39,746,454, was up by 
Rs. 7,528,125, principally on account of the higher price of 
coal and other commodities, payment of increased rates for 
labour, and increased war allowances. After the pay- 
ment of interest and annuities, the sum of Rs. 3,000,000 was 
transferred to deferred maintenance account, and the balance 
of Rs. 13,002,763 went to the general revenue of the island to 
meet arrears of interest and annuities. A further allocation 
of Rs. 53.190, realised by the sale of assets, was credited to 
general revenue during the year, leaving the balance due to the 
Government on September 30, 1945, at Rs. 51,915,407. Some 
financial and operating results for the year are compared 
below: — 


1943-44 1944-45 
Rs. Rs. 

Passenger train receipts 26,252,471 30,517,053 
Goods & livestock 23,727,360 26,541,427 
Miscellaneous... 2,000,941 2,533,561 
Gross receipts 52,010,772 59,592,041 
Expenditure ... 32,218,329 39,746,454 
Net revenue... 19,792,443 19,845,587 


Passenger and goods traffic both produced higher receipts. 
the increase in passenger earnings being 14°48 per cent., and 
in goods and livestock 10°49 per cent. The number of pas- 
senger journeys (excluding season tickets) was 24,920,215, com- 
pared with 20,933,180 in the previous year. Goods tonnage 
increased from 1,564,792 to 1,701,146, and this traffic was con- 
veyed for a goods mileage of 1,986,131, as compared with 
1,994,727. The number of goods wagons in service during the 
year was 2,205, an increase of 22, and the tonnage conveyed 
per wagon increased from 605°38 to 687:27. The total mileage 
run by passenger trains was 1,768,841, as against 1.566,122, and 
the proportion of non-paying mileage fell from 923 to 402. 
Of the total engine-mileage of 6,363,837, 70,229 miles were 
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run by the administration’s three diesel trains. Steam railcars, 
of which 19 are in operation, ran 287,762 miles, a decrease of 
29,811 miles. 

The heavy traffic handled, and the shortage of motive power, 
resulted in a deterioration in the percentage of trains and rail- 
cars running to time. This figure fell from 60 per cent. to 
55 per cent. Six new “ Bl” class 4-6-0 engines were put into 
traffic. Some relief in the goods rolling stock position was 
obtained by procuring wagons on loan from Indian railways. 
Expenditure on new works by the civil engineering branch 
totalled Rs. 1,682,517, the works comprising tunnel relining, a 
minor extension, and some relaying with heavier rails. Pro- 
gress was made, also, with the programme of strengthening 
bridges. The route-mileage of the system on September 30, 
1945, comprised 806 miles 65 ch. of broad (5-ft. 6-in.) gauge, 
and 105 miles 76 ch. of narrow (2-fit. 6-in.) gauge, a total of 
912 miles 64 ch. An account of the development of the Ceylon 
Government Railway from the opening of the first section in 
1865 appeared in our March 22, 1946 issue, and some notes cn 
war traffic handled by the railway were published jn our issue 
of March 8 in the same year. 


* * * * 


Transport: Its History and Economics 


T the end of February, Sir Isaac Pitman & Sons Ltd. pub- 
lished a sixth (abridged) edition of “ The History and 
Economics of Transport ’* by the late Professor A. W. Kirkaldy 
and Mr. A. Dudley Evans. The abridgment is the work of 
Mr. Dudley Evans, and presumably was completed some time 
ago, as the preface opens with the statement that “transport 
problems do not provoke so much public discussion as they 
did a generation ago, when railway rates and the classification 
of goods and merchandise engendered so much heat and 
widespread protest.”” That was not true of 1946, when the 
Government’s intention to nationalise transport was debated 
keenly, and this year the controversy over the Transport Bill 
has excited a wider interest than the old disputes between 
railways and traders about the basis of freight rates. 

Recent developments detract considerably from the value of 
the book. The chapters on rates and fares are concerned 
largely with ancient history. Innovations such as “agreed 
charges ” and the establishment of the Road-Rail Central 
Conference are not mentioned. The chapter on State rail- 
ways also has been thrown out of date by the introduction of 
the Transport Bill. One third of the book is devoted to sec- 
tions on Canal Economics, Shipping and Ocean Transport, and 
Civil Aviation. These contain much useful information, but 
do not compensate for the absence of a section dealing with 
road transport, the agency which has created an upheaval in 
transport arrangements, especially since the 1914-18 war, and 
is likely to cause further changes after the second world war. 

Mr. Dudley Evans is anxious to assist business men to under- 
stand transport problems, but the analysis of conditions given 
in his pages is hardly sufficient to give a clear picture of the 
present situation. He has, for example, a table of traffic 
originating on canals year by year from 1921 to 1938. These 
figures show little variation in the volume of movement. No 
hint is furnished that the crucial stage in canal transport lay 
between 1905, when 42,000,000 tons were carried, and 1921, 
when the traffic had shrunk to 12,000,000 tons. During that 
period the road haulage industry was growing in scope and 
efficiency. The question now is whether canals have reached 
the end of their tether, so that any future increase in transport 
demands can be met adequately by road and rail conveyance. 

We are passing through a time of transition, and, until the 
exact terms of the Transport Act are settled, it seems super- 
fluous either to repeat the story of past happenings or to specu- 
late about possibilities. A new transport policy is being evolved 
before our eyes. The important thing at the moment is to 
watch the tendencies that are at work and to try to guide the 
trend of development in the direction that best suits the public 
interest. Though great pains have been taken in preparing the 
volume before us, it falls short of supplying the material 
needed to influence the course of events during the emergency 
that is here. We still lack a treatise bringing our transport 
economics up to 1947 requirements. 


* “Transport: Its History and Economics.” By A. Dudley Evans. 
London: Sir Isaac Pitman & Sons Ltd. Price 10s. 6d. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


American Passenger Equipment 


Cambridge. April 28 
To THE Eprror OF THE RAILWAY GAZETTE 

Sir,—Does the article on “ New Lightweight Coaches in 
U.S.A...” published-on April 25, not give a decisive answer to 
Mr. W. R: D. Manning’s letter which appeared in your April 11 
issue? The American coach, fitted with reclining seats, is 
85 ft. long and 10 ft. wide—the * 16 ft. over side posts ” in your 
article: must be an error. The coach carries 48 persons, four 
aside. 

A standard L.M.S.R. coach, 60 ft. long and 9 ft. wide, could 
not hold more than 30 seats of the American pattern, three 
aside. This means that 12 of the 42 seats at present provided 
in compartments would be lost and the railway would be haul- 
ing a ton of tare weight for every passenger. In existing cir- 
cumstances our railways cannot reduce their revenue per coach 
and increase operating costs, while many of their passengers 
prefer the comparative privacy of a compartment to the pub- 
licity of an open coach. 

Yours faithfully, 
EAST ANGLIAN 


Lime-Soda and Allied Water Treatment 
Processes for Railways 


4, Farleigh Dene Crescent, 
Addington, Surrey. April 15 
To THE Epriror OF THE RAILWAY GAZETTE 

S1r,—1In his paper to the Institution of Locomotive Engineers 
on “The Application of Base-Exchange Water Softeners to 
Railways,” summarised in your issue of February 14, Mr. 
A. J. R. Walter implied that the lime-soda process was un- 
suitable for railways. Indeed, he went so far as to state that 
“the system is economically impossible on a 1,000-mile stretch 
of main line with 30 or more pumping plants and as many 
lime-soda plants.” 

The writer has had considerable experience of the lime-soda 
and allied chemical precipitation methods of water treatment 
(frequently referred to as wayside treatment) on railways in 
many parts of the world. This has convinced him that the 
lime-soda process is capable of giving results and economies at 
least equal to those possible by the alternative base-exchange 
method. 

In the subsequent discussion, Mr. E. S. Cox rightly drew 
attention to the fact that the lime-soda process was the one 
generally used in the U.S.A. It may interest your readers to 
learn that a survey of the American railways made a few years 
ago, disclosed no fewer than 792 lime- soda plants and 1,563 
wayside plants in operation, as compared with only 69 base 
exchange. 


Publications Received 


Locomotive Engineers of the G.W.R. 
By Ben Webb. London: lan Allan Limited, 
282, Vauxhall Bridge Road, S.W.1. 74 in. 
x Sin. 31 pp. Fully illustrated. Paper 
covers.. Price Is. 6d. net.—Throughout its accountancy. 
history of more than 100 years, the G.W.R. 
has. been served by only six locomotive en- Western Railway, 


railways by the 


former chief. 
bidgraphical sketch of Gooch, Armstrong, war. 
Dean, Churchward, Collett, and Mr. F. W. year, when it is 
Hawksworth, the present Chief Mechanical holiday-makers 
Engineer, followed by details of their chief 
designs. The illustrations include portraits 


in 


selection of G.W.R. locomotives from the 
earliest days of the company. 


Analysis of Railroad Operations. By “fe Over 3,000 
Joseph L. White. New York 7, U.S.A.: 


tion, 30, Church Street. 94 in. x 6 in. 


cations established for the United States sorts, local _ history, 


This book gives a brief which ceased to be published during the Midland & Scottish 
makes a welcome reappearance this NW.1. 11 in. 
especially necessary to 
view of the changes 
that have occurred in recent years. The 
2 I . book has six sections covering the prin- 
of. the six engineers, and a representative cipal holiday areas served by the G.W.R.. 
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Many American railways have published details of the highly 
satisfactory results thus achieved. For example, a paper by 
T. W. Hislop, of the New York Central, read at the annual 
meeting in 1944 of the American Society of Mechanical Engi- 
neers, disclosed that his company was saving more than $2! 
million a year by the very methods Mr. Walter deprecates. 
It is worth noting that this railway operates 253 water treat- 
ment plants, of which 34 are lime-soda softeners, and 219 way- 
side treatment units. Moreover, it covers over 11,000 miles 
of track. This surely disposes of any question about the 
suitability of lime-soda treatment for a large railway system. 

In this country, there are instances on record of railway loco- 
motives supplied with lime-soda softened water being operated 
up to 6-10,000 miles without washing out. If this is not every- 
day practice, it is only because few, if any, British locomotives 
are supplied as yet with 100 per cent. correctly treated water 
The railway companies are determined to overcome this. One 
has experimented recently with the base-exchange process, but 
is now understood to have stopped using the two experimental 
plants. 

Mr. Walter hardly could claim that the base-exchange process 
would give good results if, say, about 60 per cent. treated and 
40 per cent. untreated water were supplied to locomotives, as 
happens on many sections of British railways. 

Lastly, it would be interesting to know if priming is pre- 
vented definitely by the base-exchangé process. Recent infor- 
mation appears to show that base-exchange treated water some- 
times has proved incapable of allowing higher dissolved salts 
to be carried in the boiler than is possible with lime-soda soft- 
ened water. In fact, several railways that soften their supplies 
by the base-exchange method are using also anti-foaming com- 
pounds hardly an indication that priming is eliminated. 

Space precludes a full discussion of the merits of the lime- 
soda process as compared with those of base exchange, but 
prospective users would be well advised to investigate both 
before selecting purely base-exchange softeners. 

Yours faithfully, 
C, A. STEAD 


Guide to Economics 


Little Abington, 
Cambridge. April 25 
fo THE Epitor OF THE RAILWAY GAZETTE 

Sik,—The letter from Mr, A. Vigil, of Argentina, in your issue 
of April 25, in which he * corrects * your phrase, “* When some 
one stops earning—someone stops buying,” substituting his ver- 
sion, ** When someone stops earning—someone stops eating,” is 
woefully incorrect and inapplicable to post-war Britain. 

[he true situation in this country is that when someone stops 
earning, someone does not stop eating; and that is the root of 
all our troubles. “By the sweat of his brow shall man eat 
bread ~ has been abrogated in Britain, and nothing else will ever 
replace it whilst human nature remains — it has always been. 

am, Sir, 
P. C. DEWHURSI 


climate, parks, 


Interstate Commerce beaches, entertainments, and many other 
Commission. Numerous charts and tables such aspects of holiday-making. There 
present the author's 
and precise manner 


analysis in a clear are twelve maps, numerous illustrations, 


that can be under- and extensive details of accommodation. 
stood readily by those without training in A feature of this edition is the inclusion 


of a number of colour plates. depicting 


G.W.R. Holiday Haunts, 1947, Great Various landscapes in Southern England, 
E Paddington Station. 
gineers, each of whom has preserved the gt jin. x 54 in. 688 pp. Fully illustrated. 
Swindon tradition by succeeding his Paper covers. Price 6d.— 


which add to the attraction of this valu- 
able book. 


This book. Holidays by L.MS., 1947. 


London 
Railway, Euston, 
x 8 in. 336 pp. Fully 
Poe Paper covers. Price 1s.—The 

L.M.S.R. holiday guide reappears in a 
new form; the layout and shape of the 
book have been altered, and the result is 
attractive as well as making for ease of 


and each is preceded by alternate green reference. The book is divided into three 
and sepia photogravure sections. There ections, England and Wales. Scotland. 


addresses of holiday and Ireland; the illustrations and details 
accommodation, and 


Simmons-Boardman Publishing Corpora- G.W.R. maps is included. 


a separate sheet Of of accommodation at the holiday resorts 
appear together, and are arranged in 


3 : Southern Railway Hints for Holidays, alphabetical order under each respective 
x lin. 306 pp. Illustrated. Price $5.00 1947. The Southern 
net.—The second edition of this well- Station. 84 in. x 54 
known’ manual provides the railway illustrated. Paper covers. 


Railway. Waterloo section. The separate descriptive matter 
in. 368 pp. Fully is not included this year; however, there 
Price 1s—For are printed with the illustrations notes 


accountant or statistician with a clear idea those contemplating holidays in the South which show the main attractions at the 
of operating problems as seen by those of England or the Channel Islands, this various resorts. An index to place names 


who have to deal with them. The subject guide offers a wide r 


range of information, 


is included, and a map of the L.M.S.R. 


matter deals with the accounting classifi- covering the situation of the various re- and its connections is on the back cover. 
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The Scrap Heap 


LOCOMOTIVE WHISTLES 


Reports of a day-long debate in the 
Legislature of Georgia, U.S.A., over a pro- 
posed change in the note of locomotive 
whistles, reads strangely over here where 
we are accustomed to a more or less stan- 
dard screech, but in America different lines 
have their own special whistle signals, and 
some have a variety, designed to warn 
rather than please the ear. 

Some years ago the Florida East Coast 
Railway, having no distinctive whistle, and 
deciding to adopt one, put the matter to a 
public vote. With commendable consider- 
ation it equipped a locomotive with six 
different types of whistle and sent it to 
toot them all in succession in all the prin- 
cipal towns along the route, in order that 
the citizens might choose the one they liked 
best 

Ninety per cent. of the votes favoured 
one type, which accordingly was fitted to 
all locomotives in the company’s service.- 
From “ The Scotsman.” 
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MID-WEEK TRAVEL 
167, Stapleton Hall Road, 
London, N.4. April 26 
To THE EDITOR OF THE RAILWAY GAZETTE 
Sir,—l have just read the advertisement 
in Punch asking us to travel mid-week. As 
this seems to be an age of couplets, may I 
suggest this one for advertisement :— 
A mid-week train 
Relieves the strain! 
Yours truly, 
(MISS) L. 
* * * 


CiviL SERVICE ACCOMMODATION 

Some details of abnormal Civil service 
accommodation in the London area were 
given in a recent Parliamentary answer 
which stated that Government departments 
nold on requisition in the London civil de- 
fence region 40 hotels, 854 large houses, 
409 small houses and 1,479 flats. Another 
answer stated that in the present year per- 
manent and temporary office space will be 
built for Government departments in 
London to the extent of 190,000 sq. ft. 
and 428,000 sq. ft. respectively (plus 
70,000 and 2,380,000 sq. ft. elsewhere than 
in London). 


WILCOX 


CHEAP TRAINS FOR THE 


WORKING 


CLASSES!!! 
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FROM COVENTRY 


-_ 


ONDON AND BACK! 


Special Express Trains are ine to leave the London and North Western Railway Station, 
Coventry, on the Mornings of 


TUESDAY, WEDNESDAY, 


AND THURSDAY NEXT, 


une 7th, 8th, and 9th, a Seven o’Clock each Morning. 


THIRD CLASS, 6s. 6d.; FIRST, 19s. 


CHILDREN UNDER TWELVE YEARS OF AGE, HALP-PRICE. 


The Return Trains will leave the Euston Station, Euston Square, London, at Eleven o’Clock 
precisely, on the Mornings of 


WEDNESDAY, OCTOBER 8th, and 15th, 
FRIDAY, OCTOBER 10th, and 17th, 


And at a Quarter before Six on the Mornings of 


MONDAY, OCTOBER 13th, and 20th. 


@ Tiokets must be taken before Mine o’Clock the previous Evening. 





Tickets, Bills, and every information may be obtained from Mr. JOSEPH TOMKINSON, Printer, Bookseller, & Stasioner, 
High Street, Coventry. 


H. R. MARCUS, Manager and Conduotor, 


19, LEIGH STREET, LIVERPOOL 





7, TOMEINSON, PRINTER, HIGH-STREBT, COVENTRY. 


Handbuill of cheap excursions from Coventry 
closing days of the Great Exhibition of 1851. 


not ai present operating 


operation. 


from Coventry to London. 
excursions at lls. and half-day excursions at 5s. 9d., 


London for the 
excursions are 
In 1939 day 


were in 


Day 


Today, reduced fares are applicable, subject to pre- 


arrangement, to organised parties (minimum eight adults) travelling 
for day outings, and for such the Coventry to London third class 
fare is 16s. 5d. 











Premature Departure 





‘I say, foreman, [ve signalled this 
train to start and it’s got no engine yet!” 


‘Good gracious! Give it the signal 
to stop again, instantly” 
From “ F erroviarios,’ Madrid 
* * * 


WHERE THE MONEY GOES 
Out of every £1 which the people of 
this country spend on goods and services, 


5s. is spent on food, 2s. 5d. on alcoholic 
drinks, 2s. on tobacco, Is. 10d. on cloth- 
ing and footwear, Is. 93d. on rent and 


rates, Ild. on fuel and light, 10d. on 
travel, 6$d. on entertainment, and 34d. on 
reading-matter—Mr. R. F. Rattray, 26, 
Queen Edith’s Way, Cambridge, in a letter 
to * The Times.” 


~~ * * 


PUGNACIOUS NAVVIES 
On Sunday morning last, during the time 
of religious worship, a disgraceful dis- 
turbance was made in this town by some 
of the men employed on the railway works 
at Church-end. The “ navvies,” having 


drank to excess, quarrelled, and then 
agreed to fight it out. This brought a 
multitude of persons together, who 


appeared to look on the little innovation 
upon the quietude of Buckingham as 
merely the first of a series of ruffianly dis- 
plays to come off during the projects of 
the line. The well-disposed inhabitants, 
however, repudiate such doings, and think 
the municipal authorities should interfere. 
Bucks Gazette. 


From “ The Railway Times,” May 15, 
1847. 
7 * - 
100 YEARS AGO 
From THE RatLway Times, May 1, 1847 





UCKINGHAMSHIRE RAILWAY.— 
The Lord Chancellor having virtually decided that the 
Birmingham and Oxford Junction shall not pass into the 
hands of the North-Western Company, the Buckingham- 
shire Railway is rendered of the least possible value. The 
Birmingham and Oxford Junction and the Bucks married, 
might have bee na desirable union, but my Lord has “ for- 
bid the bands.’”? The union is not to be. The law allows 
it not, and the Court awards it not. So much for the Buck~ 
inghamshire. The shareholders are therefore requested to 
consider whether it would not be better to call a meeting to 
discuss the propriety of proceeding slowly with the works in 
the present state of the money market. “A heavy call’ will 
be made in June or July. The traffic by the Oxford Junction 
will pass south by the Great Western, and the local traffic 
will os nit. 

Let any. shareholder examine the map for himself; and as 
the line only goes from Tring to Brackley, and thence to 
Banbury, 1¥ the Act be obtained, it ‘will be apparent that, 
as the superfluous traffic of the North-Western 1s not to pass 
overthe Birmingham and Oxford Junction, it cannot pass 
over the Bucks. 


B.—HOLDER-OF TWENTY SHARES. 
London, April 28, 1847. 
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OVERSEAS RAILWAY 


THE RAILWAY GAZETTE 


AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Natal South Coast Line 

A bridge-building and track alteration 
programme now in progress on the Natal 
South Coast line will permit the running 
of more and faster trains. The traffic on 
this line, which serves holiday resorts, has 
been growing steadily, and the railways 
plan to improve the suburban service, 
which terminates at Umkomaas, 31 miles 
from Durban; and to provide a better 
service for the holiday and _ industrial 
traffic farther south. 

Many trains which now are delayed by 
congestion on the Durban—Rossburgh 
section, will have a clear run when the 
track is quadrupled. An additional track 
between Merebank and Umbogintwini, to 
carry the heavy goods traffic originating in 
this area, also will assist towards the 
introduction of faster and more con- 
venient train services, 


Preparing for Larger Locomotives 

The use of larger engines must await 
the conversion of the existing pile bridges 
into reinforced concrete structures. Com- 
pletion of the new Umkomaas Bridge has 
been held up by the shortage of cement. 
and the work is expected to take another 
two years. 

Another 19 pile structures remain to be 
converted into reinforced concrete bridges 
before more powerful engines can be oper- 
ated between Umkomaas and Port Shep- 
stone. Surveys are in hand beyond Kelso, 
and plans provide for the conversion of 
five bridges this year. The new bridges 
will be built nearer the sea in order to 
relieve the existing curvature. This will 
reduce mileage and allow faster speeds. 


Rolling Stock and Locomotives 

The railways have accepted the tender 
of a British firm for 100 branch line en- 
gines of a new type. The engines will 
replace the old “7th” and “8th” class 
engines now in use on branch lines. and 
will be the heaviest locomotives running 
on a 45-lb. rail. They will be built to the 
specifications of the Chief Mechanical 
Engineer. 

The locomotive programme for the next 
five years provides for 343 new engines. 
Orders have been placed already for 100 
“ 15F” class main-line engines; 50 of the 
“19D ” class, and 125 of the “24” class. 
Another 12 engines, Class “ S-1,” are being 
built in the mechanical workshops. Some 
of the “15F” class engines, which are 
being built by the North British Locomo- 
tive Co. Ltd., are on their way out already 
and the delivery programme provides for 
further shipments at the rate of eight a 
month. 

Goods and passenger rolling stock is 
being replenished as rapidly as possible. 
The new programme will raise the number 
of 3-ft. ‘6-in. gauge passenger vehicles to 
nearly 6,000. There are at present more 
than 62,000 goods vehicles in service, and 
these will be increased by 28,000 within 
the next five years. 


New “ Blue Train” Services 

The winter timetable, which begins to 
operate on June 2, provides for the run- 
ning of a new “Blue Train” between 
Johannesburg and Durban. It will leave 
Johannesburg at 6 p.m. on Fridays, and 
Durban at 6 p.m. on Sundays This train 
will have the same air-conditioned stock 


as used on the “Blue Train” to Cape 
Town, and will provide a service identical 
in amenities. One of its objects is to 
enable people from Johannesburg to spend 
a long week-end in Durban. The daily 
fast train to and from Durban will leave 
Johannesburg and Durban at 4.45 p.m. in- 
stead of 3.40 p.m., and will be speeded up 
in both directions so as to arrive at 9 a.m. 
at Durban, and 9.10 a.m. at Johannesburg. 


Durban—-Cape Town via Free State 

The bi-weekly train between Durban 
and Cape Town, via the Free State, will 
operate as an express train from May 1, 
and will be painted in a distinctive brown 
and cream livery. It will leave Durban at 
4 p.m. on Fridays and Sundays, arriving in 
Cape Town about 11.30 a.m. on Sundays 
and Tuesdays. In the other direction, the 
train will leave Cape Town at 4 p.m. on 
Mondays and Thursdays, giving an arrival 
in Durban about 11.30 a.m. on Wednes- 
days and Saturdays. With the introduc- 
tion of this new Johannesburg-Cape Town 
express service, the present fast trains in 
both directions, in addition to the “ Blue 
Train,” will be retained. 


INDIA 


Kohat Train Outrage 

Hindu and Sikh passengers were 
attacked by armed men wearing the uni- 
form of the Muslim League National 
Guard when a train from Kohat to Rawal- 
pindi was stopped at Gorzai, 17 miles 
from Kohat on April 2. Seven persons 
were killed and eight persons injured; out 
of 15 persons reported missing, all except 
one woman have been recovered. Collec- 
tive fines were imposed on villages near 
the scene of the outrage. 

On the day previous to the incident at 
Gorzai, an attempt was made to wreck 
the “ Frontier Mail,” near Nowshera. Ex- 
plosives placed under a culvert were dis- 
covered and removed shortly before the 
train was due. 


Financing Branch Lines 

The Communications Board. Punjab, re- 
cently considered the question of financing 
railway branch lines. It was recommended 
that the Provincial Government should 
contribute one-third of the total cost of 
construction and receive its proportional 
share of the net earnings. It was recom- 
mended further that the selection of align- 
ment and the preparation of estimates 
should be done in consultation with the 
Communications Board. 


Baldwin Locomotives Ordered 


The Railway Board has contracted with 
the Baldwin Locomotive Works, Phila- 
delphia, for 16 locomotives for Indian 
railways at an estimated cost of $1,500,000 
for delivery in August and September this 
year. The supply was negotiated by the 
Indian Supply Mission and Mr. J. M. 
Crompton, of the Railway Board. There 
may be further purchases if the locomo- 
tives are found satisfactory. 


Central Board of Transport 


With a view to co-ordinating the plan- 
ning and execution of transport develop- 
ment; ensuring the maximum co-ordina- 
tion of all forms of transport, and the 
elimination of wasteful competition; and 
to consider major transport problems that 
arise from time to time, the Government 
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of India has decided to set up a Central 
Board of Transport. The board will be 
composed as follows: Chairman, The 
Chief Commissioner of Railways, Colone| 
R. B. Emerson. Members: the Secretary 
Transport Department; the Secretary, 
Communications Department; the Direc. 
tor-General of Civil Aviation; a represen. 
tative of the Commerce Department: the 
Financial Commissioner, Railways; the 
Financial Adviser, Communications. 

Mr. S. Chakravarti, Deputy-Secretary, 
Transport Department, will be Secretary 
to the board. The board will be a stand- 
ing body, advisory in its functions, and 
will meet at frequent intervals. 


New Engineering Surveys 

The Railway Board has sanctioned two 
preliminary engineering surveys, to be car- 
ried out by the agency of the G.LP.R. 
administration, for a broad-gauge railway 
line from Amraoti to Narkher, a distance 
of about 80 miles; and for doubling the 
Budni-Barkhera (Ghat) portion of the 
Itarsi-Bhopal section of the G.I.P.R.. a 
distance of about 16 miles. 


BURMA. 


Coal Shortage Continues 


Labour troubles at the port of Rangoon 
delayed the restoration of normal services 
which had been hoped for when the strikes 
in the Bengal coalfield were settled. 
Severe restrictions on local services in the 
Rangoon area were necessary on February 
10, on which date all goods trains were 
cancelled, two main-line passenger services 
in each direction being run as mixed 
trains. 

When discharge of coal at Rangoon was 
resumed, fuel was despatched to locomo- 
tive sheds throughout the system so as to 
enable them to hold an average of seven 
days’ consumption. This amount being 
insufficient. for normal services, the em- 
bargo on non-priority goods traffic which 
was imposed on February 8 had to be 
maintained. 

Restoration of Services 

On the section of the system west of the 
Irrawaddy, the train service from Henzada 
was extended from Myanaung to Aung- 
myingaing on March 1. This leaves pas- 
sengers from Henzada to Kyangin with 
only one mile to travel on foot instead of 
five as hitherto. It is hoped to begin work 
on the Daga Bridge, on the southwards 
branch of this section from Henzada to 
Bassein, towards the end of the next dry 
season. 

Electric Lighting Progress 

A -beginning has been made with the 
restoration of electric lighting on main- 
line passenger coaches. By March | this 
year, dynamo sets and accumulators had 
been provided on 20 coaches. A further 
15 vehicles had been equipped with lights 
supplied from adjacent coaches. An ex- 
perimental installation of three fluorescent 
tubes is to be made on No. 1 platform at 
Rangoon Station. 


WESTERN AUSTRALIA 


Tests of New Spark Arrester 
Coal produced in the Western Austra 
lian coalfields at Collie, which forms prac- 
tically 100 per cent. of the fuel used on 
the railways, sparks very freely. 
engines must be fitted with efficient spark 
arresters, particularly for use in agri 


cultural areas, where fires can cause heavy 
losses to the community. 

Continuous research is directed towards 
improving the efficiency of spark arrester, 
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and a new type has been tested recently 
in which the locomotive draught imparts 
a gyratory motion to the cinders. De- 
flectors and vertical strips break up the 
cinders, which are dead when they emerge 
from the smokebox. Mesh is not used 
in the arrester, and engine steaming is not 
affected. 

Observers On a recent test reported that 
no sparks were seen to escape during the 
run from Midland Junction to Chidlow, 
a section which is considered to have the 
longest sustained steep gradients in the 
State. The locomotive was hauling a load 
within 5 tons of its maximum. 


CANADA 


Grain Exempt from Rates Increase 

Mr. R. C. Vaughan, Chairman & Presi- 
dent of the Canadian National Railways, 
stated recently that grain in Western 
Canada would be exempt from any rates 
increases granted the railways. The Crow’s 
Nest Pass Agreement, which was statutory, 
pretty well covered grain, he said, and 
added that minerals sent by rail would 
travel at a much lower rate than the 30 
per cent. increase which the railways were 
asking. It seemed that the requested in- 
crease was widely misunderstood, for the 
overall increase would amount actually 
only to about 20 per cent., taking into 
consideration the grain exemption and the 
lower mineral freight rate. 


New Equipment for C.P.R. 


Initial orders for the C.P.R. 1947 equip- 
ment programme involve 3,384 units, with 
2,500 steel-sheathed box wagons for the 
grain-flour and paper trades as the largest 
single order. Also included in the equip- 
ment for which contracts are signed 
already are 325 overhead-tank refrigerator 
vans, 250 hopper wagons, 120 motorcar 
vans, and 50 brake vans. Contracts are 
in the process of being made for 100 
covered hopper vans and 26 mail, luggage, 
and parcels vans. An order for 13 
diesel-electric shunting locomotives to 
speed up the work at terminals forms 
part of the general scheme for goods ser- 
vice improvements. They will join 42 
already working at Montreal, Toronto, 
Winnipeg, and Calgary. 


UNITED STATES 


Semi-Permanent Road-Rail Bridge 

In North Dakota, a_ 1,350-ft. long 
semi-permanent road and rail bridge is 
under construction at the site of the 
Garrison Dam. It consists of steel spans 
and steel decking, supported by 100-ft. 
long 24-in. tubular piles driven to a 150- 
ton resistance. To facilitate subsequent 
dismantling, all jointing, except the main 
girder splices, is secured by bolts with 
automatic locking nuts. 


Santa Fe Sleeping Cars 

A through sleeping car service between 
Chicago and San Diego, California, was 
inaugurated by the Atchison Topeka & 
Santa Fe on March 29. On the same date 
an overnight sleeping car service was 
instituted between Albuquerque, N.M., and 
El Paso, Texas. 


New Line in Florida 

A new cut-off line, 29-3 miles long, was 
Opened recently by the Florida East Coast 
Railroad between the Okeechobee branch 
and the main line at Fort Pierce. A re- 
duction of 120 miles is achieved in-the 
distance from the fertile Glades district 
to the main line, sufficient to enable the 
time for deliveries of vegetables and other 
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produce to be reduced by 24 hr. in com- 
parison with the period when traffic joined 
the main line at New Smyrna Beach, the 
original junction. 

It was stated at the opening ceremony 
that the new line is the longest built in 
the United States since the war. In addi- 
tion to improving the transport services 
of the Glades district, it has opened up 
thousands of acres of land, well adapted 
to agricultural pursuits. Work was begun 
in October, 1945, but completion was de- 
layed by shortages of materials. The 
permanent way consists of new 90-Ib. rails. 
Gradients and curvature are slight. 


Train Ferry Service Resumed 

The ferry services for goods wagons be- 
tween New York, New Orleans, and Texas 
City were resumed by Seatrain Lines on 
March 12, after a lapse of five years dur- 
ing the war. A new terminal has been 
built for the ferry ships at Edgewater, 
N.J. The ferries carry up to 100 wagons 
each, and sail once a week, departing from 
New York on Wednesdays for arrival in 
New Orleans the next Tuesday. Depar- 
tures for Texas City are made every Fri- 
ya giving arrival on the following Thurs- 
ay. 


PALESTINE 
Kantara—Rafa Line 
Discussions are in progress with the 
Egyptian Government on the subject of 
the operation of the British-owned rail- 
way from Kantara to Rafa, through the 
Sinai Desert. Since its construction in 
1916-17 as a military railway, it has been 
operated by the Palestine Railways. 


Hedjaz Railway Difficulties 

The Hedjaz Railway continues to 
Operate at a loss, and constitutes a serious 
drain on the resources of the Palestine 
Railways. The section in Transjordan is 
operated by the Palestine Railways Ad- 
ministration for the Kingdom of Trans- 
jordan. 

Heavy rains caused a serious washaway 
on this railway, close to Mafraq, in Trans- 
jordan, on March 4. An embankment 
14 ft. high was washed away for a dis- 
tance of 60 yd., and the engine and an 
entire train of empty flat wagons plunged 
into the valley and were partly wrecked. 
The locomotive crew had _ remarkable 
escapes, but the brakesman was killed. 
These wagons are used normally for the 
transport of pipes from Haifa Port to 
Mafraq. for the pipelines of the Iraq 
Petroleum Company, and can ill be 
spared. The line was restored and fit for 
traffic on March 13. 


SWEDEN 


Bergslagen Railways Purchase 
Agreement 


A provisional agreement was arrived at 
recently between the Swedish State Rail- 
ways and the Bergslagen Railways (in- 
cluding the associated Giavle-Dala Rail- 
way) regarding terms for absorption of 
the two companies by the State Railways. 
Negotiations for this transaction have 
been in progress intermittently since 1939. 
The compensation to be paid by the State 
is approximately Kr. 150 million, equiva- 
lent to about £11 million. 


The Bergslagen Railways constituted 
the largest privately-owned system in 
Sweden, and exercised running powers 


over the 57-mile electrified main line from 
Falun to Giavle of the Givle-Dala Rail- 
way. This formed the eastern section of 
the main route of the Bergslagen Rail- 
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ways from Gothenburg, on the west coast, 
via Kil, Daglésen, Grangesberg, and Lud- 
vika, to Falun; and thence to Givle on 
the east coast, a coast-to-coast distance 
of 354 miles. Electrification of this route 
was completed on February 18, 1946, as 
recorded in The Railway Gazette of 
March 15, 1946. 


Private Lines Acquired 
In recent months the State Railways 
have taken over the following private 
lines: — 
Christianstad—Hassleholm miles) 
Eksjs—Osterbymo (213 miles) 
Lysekil Railway (214 miles) 
Niassjs—Oskarshamn (92 miles) 
Vetlanda Railway (504 miles) 


All the above lines are steam operated. 


DENMARK 


Copenhagen Suburban Developments 


With traffic increasing continuously on 
the suburban electric line from Copen- 
hagen to Holte, the time is approaching 
when it will be necessary to quadruple 
the 7-mile section from Hellerup to 
Holte. The State Railways therefore have 
secured powers from the Rigsdag to ac- 
quire the necessary land for laying two 
additional tracks. Plans are being pre- 
pared now, and the appropriations will 
take place shortly. 


Ice on Train-Ferry Routes 

Up to 1942, the State Railways had only 
one ice-breaker to assist the train ferries 
during severe winter conditions, but in that 
year a new and much more powerful 
vessel was acquired. The new ship has 
accommodation for 600 passengers, so that 
if conditions become too severe for the 
train-ferries to get through, the ice-breaker 
itself can maintain a passenger service, and 
also take a number of small containers. 

This winter the ice-breaker was put to 
a severe test, as the Danish sounds and 
belts were filled with ice. The ship oper- 
ated in the Great Belt, on the main route 
between Copenhagen, Jutland, and Funen. 
On most occasions it was possible to get 
some ferries through during the day, al- 
though it took up to three or four times 
as long as usual. Sometimes, however, 
no ferries could cross, and the ice-breaker 
had to maintain the service alone. 


ITALY 

Milan to Domodossola Electrification 

Electric traction will be introduced 
on the 51-mile Domodossola-Gallarate sec- 
tion of the Domodossola-Milan main line 
on May 4, the day when the summer time- 
table becomes operative. The section be- 
tween Gallarate and Milan is electrified 
already, but through trains, including the 

*‘Simplon Orient Express,” are steam- 
worked throughout between Milan and 
Domodossola. The service between Milan 
and Domodossola will be increased from 
four to seven trains a day each way, and 
the fastest time will be reduced from 2 hr. 
50 min. to 2 hr. 

But for the single track section of 16 
miles from Arona to Gallarate, the time- 
table could be improved further. It is 
expected that the laying of a second track 
between these two stations will be taken in 
hand during the current year. The Domo- 
dossola-Milan line is electrified at 3,000 
V. d.c. Most of the equipment needed has 
been supplied by Italian industry. Only 
three substations (Vogogna Ossola, 8 miles 
to the south of Domodossola; Arona; and 
Gallarate) have been provided by Swiss 
undertakings. 
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Carbon Piston Rings on Reciprocating Compressors 
Delivering Oil-Free Air or Gas 


The advantages of using graphitic carbon as 
a self-lubricating material for sealing rings 


THE use in industry of compressed air 

as a motive power for light machines 
is of long standing and the compression 
of gases for storage or process purposes 
has been applied widely. An embarrass- 
ing feature in the process of compression 
has been the passage of oil lubricant from 
the compressor itself into the gas under 
treatment, which in some Cases is most 
undesirable, and in others definitely pro- 
hibitive. 

Oil-free air or other gas is o<ten essen- 
tial, as in the chemical industry, breweries 
and foodstuff manufacture, but it is also 
highly desirable in industrial applications 
where sensitive pneumatic control devices 
are used, or where staining of products 
must be avoided. There are also other 
applications where the presence of oil 
or oil vapour in the compressed gases 
would be extremely dangerous. 

There exist two general types of gas 
compressors, the rotary blower for large 
volumes at low or medium pressures, and 
the reciprocating piston compressor for 
medium volumes at high pressure. The 
second is in more general industrial use 
for factory and similar processes. In the 
past it has been necessary to use auxiliary 
devices to extract oil from the compressed 
gases after leaving the compressor, but, 
in general, these have not been completely 
effective and demand diligent servicing to 
maintain their efficiency. In recent years 
the problem has been met by the more 
practical method of excluding oil from the 
cylinder itself and thereby rendering sub- 
sequent oil separation unnecessary. 

In consequence of the success of the 
first machines using this new method, in- 
dustry has realised that supplies of oil- 
free compressed gases now are readily 
available and is no longer content to 
accept oil contamination, or to use auxili- 
ary cleaning apparatus. 

The principle by which oil contamina- 
tion is avoided entirely is by the use of 
self-lubricating materials for the rubbing 
surfaces of pistons and glands in the com- 
pressor cylinder. The self-lubricating 
materials which have made possible such 
oil-less operation of compressor cylinders 
are the graphitic carbon group, with or 
without embodied metal, according to the 
specific requirements of any individual 
application. 

Graphitic Carbon 

The use of graphitic carbon in the seal- 
ing glands of steam turbines and other 
rotating plant has been established for so 
long that its use is known generally, but 
the successful application of such materials 
for sealing rings of reciprocating plant 
and the like is a recent innovation 
and is less widely known. The advantages 
of this material are considerable and some 
details of the development should be 
welcome throughout the engineering 
industry. 

As is to be expected, the use of new 
materials without any external lubricant 
requires certain features of design to be 
observed so that they may operate to the 
best advantages. Because of the imprac- 
ticability of sealing off crank case oil from 
the cylinder wall in trunk piston type 
compressors, the well-known crosshead 
construction is regarded at present as 
essential. The comparative ease with 
which oil can be excluded from the cylin- 


der in this type of compressor is the main 
reason for its use, but it offers other 
advantages in that the piston is almost 
entirely free from side thrust, a feature 
which assists the successful application of 
graphitic carbon rings. 

The entire absence of oil from the 
cylinder wall necessitates the prevention 
of contact between it and the metal body, 
otherwise scuffing of the cylinder bore will 
occur and adversely affect subsequent 
operation. This requirement is met by 
the use of one or more carbon bearing 
rings on the piston. These consist in 
general of rings in an appropriate self- 
lubricating material—made without any 
gap and subject to allowances for expan- 
sion—placed bottom on to their piston 
grooves. The rings are made a sliding fit 
into the cylinder body, and the radial 
clearance between piston and cylinder wall 
therefore governs the amount of permiss- 
ible wear of these rings before contact 
between piston and cylinder can take 
place. 

Although generally made solid, the car- 
bon bearing rings also may be segmented, 
in which case all segments will butt 
closely at the joints. Because of the low 
coefficient of expansion of carbon, the 
bearing ring can have a minimum cold 
clearance in the cylinder of about 0-002 
in. The minimum cold radial clearance 
between the ring and the iron or steel 
piston should be about 0:0015 in. per 
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inch I.D. of the ring. The cold clearance 
axially between any carbon ring and pis- 
ton groove should be about 0-0015 in. 
per inch width of ring. 

The sealing piston rings themselves are 
commonly made of the Ramsbottom type 
with scarfed joint although, in certain 
cases, rings of segmental construction are 
used, when it is usual to have three seg- 
ments to a ring. When used as single 
split rings they are ground to the nominal 
cylinder bore size in a contracted con- 
dition, that is, with the joint closed, to 
ensure a sufficient outward movement to 
follow up wear, without overstressing the 
carbon material. 


Self-Lubricating Rings 

The self-lubricating rings are usually of 
square section. The radial depth of the 
section is kept generally as a fixed ratio 
of the ring diameter up to about 10 in, 
but beyond this it is maintained at about 
$ in. The cross section of these rings is 
considerably greater than the normal for 
metal rings of small diameters, and a little 
greater at the larger diameters. This re- 
quires an increase in the depth of the 
grooves in the piston, a fact which, with 
the customary use of solid bearing rings, 
necessitates using a piston of built-up con- 
struction to permit assembly of the rings 
into the grooves. 

The low modulus of elasticity of graphi- 
tic carbon makes it necessary to use back- 
ing springs behind the piston rings to 
ensure that they exert adequate pressure 
against the face of the cylinder wall. 
These may be iron or steel split rings; or 
wave springs made of special steel. Ex- 
perience has shown that a steel split ring 
hammered to give a uniform outward pres- 
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Fig. 1—Diagram of air compressor stuffing box fitted with segmental 
carbon rings 
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Fig. 2—Diagram of two-piece piston with carbon piston rings 
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sure at the working surface of the piston 
ring itself of 5 to 7 lb. per sq. in. is 
satisfactory. 

The bearing rings, as well as the seal- 
ing rings, are located preferably in indi- 
vidual compartments of the piston, though 
the sealing rings may be used in pairs 
axially to increase sealing efficiency at 
joints in the rings. More than two rings 
in a compartment should be avoided; 
otherwise too much axial float of the rings 
in their compartment may result. 


Horizontal Compressors 

In the case of horizontal compressors 
the weight of the piston concentrates the 
wear on the lower part of the bearing 
ring. It is customary, therefore, to make 
the bearing rings larger or more numerous 
than is necessary for vertical operation. 
To equalise the wear of the bearing rings 
in horizontal machines they should be 
turned through 120 deg. after every few 
thousand hours’ running. 

Exclusion of oil by way of the piston 
rod calls for special consideration of gland 
details. It is somewhat difficult com- 
pletely to remove the oil film from the 
rod, and if the rod is so short that some 
portion of it alternatively enters the crank 
case chamber and the cylinder, special 
care must be taken to reduce the amount 
of oil on the rod to the absolute mini- 
mum. 

In some designs the piston rod is 
made so long that a portion of it never 
enters the crank chamber, and in this 
case the oil film can be positively inter- 
rupted. In most constructions, however, 
such a long piston rod is not convenient 
and it then becomes necessary to depend 
on a double piston rod packing to mini- 
mise the creepage, 

The packing immediately above the 
crank case is made preferably of a soft 
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material of proprietary type. The stuffing 
box on the cylinder should be packed 
with segmented carbon rings and a short 
guide bush fitted behind these rings, as it 
is advisable to steady the piston rod. The 
segmented carbon rings may take the form 
of a single nest of rings, but sometimes 
a double nest is used, and in special cases 
high-pressure air can be introduced be- 
tween the two sets of rings under control 
of a suitable valve, thereby holding back 
the oncoming film of oil by air leakage. 
Figs, 1 and 2 on page 442 illustrate typical 
arrangements of a carbon ring stuffing box 
and piston respectively. 

The self-lubricating rings are supplied 
usually with a fine ground finish all over. 
To obtain the most satisfactory perform- 
ance from carbon rings the counterfaces 
of cylinder bores and piston rods should 
be of hard, dense structure, and should 
have the highest possible initial finish, 
being fine ground and preferably lapped. 
The cylinder bore material may be cof 
good quality cast iron if the compressor 
is to be in continuous performance. 

If, however, on occasion such a com- 
pressor should stand for several weeks the 
dry polished surface of the cast iron might 
rust over and it would require some time 
for the carbon rings to re-establish the 
polished surface, during which time wear 
at the rings would be encountered. It 1s 
preferable, therefore, to use non-rusting 
or slow-rusting iron or steel for cylinder 
liners wherever possible. Materials such 
as Ni-Resist iron (Mond Nickel Co. Ltd.) 
or Firth’s F.H. Stainless Steel have been 
found satisfactory for such cylinder liners. 
Piston rods, if not of non-rusting steel, 
may be sleeved or chromium plated. 

The cylinder construction should be 
such that the piston rings are covered at 
alj times by the cylinder, that is, not partly 
uncovered by valve ports at the cylinder 
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ends. Preferably, they should never be 
wholly uncovered by passing over or on 
to cylinder ports. 

The carbon ring material has a very 
high polishing action on the cylinder or 
rod, but dust or grit entering with the 
incoming air may prevent this polishing 
action and may destroy any polish de- 
veloped. 

This would be detrimental to the 
carbon rings, and an efficient air filter of a 
completely dry type always should be 
fitted at the inlet to the compressor. It 
should be placed as close to the com- 
pressor as possible, but where this is not 
possible it is essential that the piping be- 
tween the filter and the compressor should 
be protected in its interior from rusting 
by a suitable paint or hot galvanising. 
This, of course, is a precaution which is 
advisable on all piping and with any com- 
pressor to prevent rust or scale from 
reaching the compressor. 


Length of Life 

When arranged to operate under con- 
ditions as mentioned above, the piston 
rings produce a mirror polish in the bore 
of the cylinder and will give a life of the 
order of 10,000 to 15,000 hr. with a negli- 
gible wear of the cylinder wall. 

The Morgan Crucible Co. Ltd., of Bat- 
tersea, supplies several grades of self-lubri- 
cating material which are selected accord- 
ing to the particular requirements of the 
application, and has given the follow- 
ing information as to the range of physi- 
cal characteristics:— 

Ultimate tensile strength, 2,000/6,000 Ib. 
per sq. in. 

Compression strength. 20,000/ 50,000 1b. 
per sq. in. 

Coefficient of 
0000007. 

Specific gravity, 1-7/3:0. 


0-000003 / 


expansion, 





The Southern Shan States Railway 


This section of the Burma Railways climbs 3,500 ft. in 64 
miles, through country with unusual topographical features 


HE announcement in our March 21 

issue of the re-opening of the Pyinyaung- 
Heho section of the Southern Shan States 
branch of the Burma Railways, which had 
been closed since the Japanese invasion of 
Burma in 1942, recalls some of the remark- 
able scenic beauties and engineering feats 
of this line. 

From Thazi junction—near Meiktila of 
war fame—306 miles from Rangoon on the 
main line to Mandalay, the branch runs 
south-east and eastwards, climbing with 
1 in 40 grades to Yinmabin, summit of 
the outer ridge of the Shan hills, 1,300 ft. 
above sea level. It then drops 300 ft. to 
Pyinyaung, 29 miles from Thazi. The 
main ascent begins near Pyinyaung, at first 
with a 1 in 40 ruling grade, but steepening 
to 1 in 25 beyond Lebyin. Here the line 
zig-zags up the mountain side with four 
reversing stations, and with a complete 
spiral loop before the 4,500-ft. main sum- 
mit near Kalaw is reached. 

Open rolling country is then traversed to 
Heho, 87 miles from Thazi. On the 
Kalaw-Heho plateau there is an almost 
English climate, and Kalaw was a flourish- 
ing hill station, where many Europeans had 
retired before the war. 

It will be seen that the reopened 64-mile 
section from Pyinyaung to Heho embraces 
the great 3,500-ft. ascent, which includes 
nearly 16 miles of 1 in 25 grade, compen- 
sated for curvature, and broken only by 


short lengths of level for stations and 
vacuum brake releasing. At four of these 
stations trains reverse, running brake-van 
or pusher engine first between Reversing 
Stations Nos. | and 2, and again between 


Nos. 3 and 4, whichever way they are 
travelling. 
Mallet compound 0-6-0 + 0-6-0 loco- 


motives, built by the North British Loco- 
motive Co. Ltd., were used at first on this 
branch, and later 2-8-0 + 0-8-2 Beyer- 
Garratts also were in_ service there. 


East Kent Roap Car Co. Ltp.—In his 
speech at the annual general meeting of 
the East Kent Road Car Co. Ltd., the 
Chairman, Mr. R. P. Beddow, said that in 
his view the nationalisation of the pas- 
senger road transport industry was both 
unnecessary and undesirable in the public 
interest. The industry was highly organ- 
ised and efficiently administered; many 
schemes of co-ordination already were in 
existence, and any necessary further 
schemes would be introduced under the 
present system wherever they were called 
for. Summarising the powers of the 
Minister of Transport under the transport 
nationalisation proposals, Mr. Beddow 
maintained that it would be fundamentally 
wrong for such complete and dictatorial 
powers to be vested in any one person in 


Pushers, when used, were usually 2-6-2 tank 
engines of sturdy design. 

The natural formation of the mountains 
below Kalaw is curious. Deep valleys, 
often 2.000 ft. deep, occur, but have no 
outlets; they are known as punch-bowls. 
The line crosses a knife-edge ridge in one 
place, with a normal valley on one side and 
a punch-bowl on the other. Punch-bowls 
may be up to 10 miles long and 4 or 5 miles 
wide. 

Drainage escapes from them = as 
underground rivers, tunnelling their way 
beneath the limestone mountains. The 
plateau round Kalaw is largely pine-clad, 
but the main ascent is mostly on precipi- 
tous mountain: sides, thickly covered with 
forest jungle. 


a country which was governed under demo- 
cratic principles. 


DIsPLAY OF YORKSHIRE COPPER WORKS 
Propucts.—On the stand of the Yorkshire 
Copper Works Limited at the British In- 
dustries Fair will be shown’ a wide range 
of tubes and fittings for a variety of pur- 
poses. Included in the display will be a 
selection of locomotive ttbes, power 
station condenser tubes, refrigetator tubes, 
etc.. as well as examples of Yorcalbro 
aluminium brass tubes, which are resistant 
to salt water corrosion. Yorkshire capil- 
lary fittings, which make a particularly 
neat joint and are used for connecting 
copper tubes for engineering, plumbing, 
sanitation, etc., will be displayed. 
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THE RAILWAY GAZETTE 


Modern Tube Tracklaying 


Handling sleepers and 300-ft. rails by overhead runway 
(See also illustrations on page 446) 


T HE introduction of 300-ft. welded rails 

as the standard length for use.on 
London Underground railways has made 
it necessary to devise a mechanical method 


of track laying in tube tunnels, Even with 
the previous standard 60-ft. rails, mechani- 
cal appliances in the form of the “ele- 


phant’s trunk” (or cantilever arm) had 
been used. 

Obviously, a 300-ft. rail weighing nearly 
4 tons cannot be manhandled from the 
rail train forward along a 12-ft. dia. cast- 
iron tunnel, with minimum clearance be- 
tween the vehicles and the sides of the 
tube, and it would be extremely difficult 
to devise any cantilever arrangement to 
extend up to 360 ft. ahead of the train. 
A method of transporting these rails has 
therefore been devised which employs an 
overhead runway suspended from the 
tunnel roof. It has been tested success- 
fully and has now been adopted. Re- 
cently we saw sleepers and rails being laid 
by this means on the new tube section to 
Leytonstone which is to be opened next 
Monday. 

The overhead runway itself consists of 
a 750-ft. run of 8-in. by 4-in. rolled steel 
joist in lengths of 25 ft. joined by 2-in. 
by 12-in. fishnlates secured by six half- 
inch bolts. This is suspended from the 
tunnel roof by hangers placed at 10-ft. 
intervals, which are fixed by quickly-ad- 
justable expanding tubular pieces each of 
which fits tightly into a tunnel segment, 
and over the segment bolts. 

The first operation preparatory to track 
laying is to hang brackets from the top 
segment bolts. These hangers are provided 
with rollers on which the upper flange of 
the runway is free to move horizontally. 
Lengths of rolled-steel joist are then 
threaded on to the rollers and joined to- 
gether to form the runway: the front nose 
of the first joist is tapered by having the 
top flange cut to a spear head to allow it 
to be guided easily into the hangers. The 
lower flange of the runway carries roller 
carriages, with a half-ton differential hoist- 
ing tackle suspended from each. The 


SOUTHERN RAILWAY INSTRUCTIONAL 
CLASSES.—A quiz on Rules & Regulations 
was held at Bournemouth recently between 
two teams drawn from the local rank and 
file of the Operating and Motive Power 
Departments of the Southern Railway. 
Mr. F. C. Bishop, Divisional Superintend- 
ent, Southern, was the question-master. 
The quiz, which was held after working 
hours, was the culmination of a series of 
classes organised by local stationmasters 
and an all-grades committee, and each side 
scored 35 points out of a possible 36. 

AGREED CHARGES.—The _ twenty-fifth 
annual report of the Railway Rates Tri- 
bunal states that, during 1946, the num- 
ber of applications filed for the approval 
of agreed charges was 671, an increase of 
36 over the figure for 1945. No objec- 
tions were made to the applications, and 
during the year the Tribunal approved 
663 agreed charges, of which 538 related 
to merchandise train traffic, 124 to pas- 
senger train traffic, and one to both classes 
of traffic. These orders covered the whole 
or a specified portion of the traffic of 784 
traders, and 200 related to new agreed 
charges, the remainder being renewals or 


hoists are provided with special clips to 
fasten securely to the rails and with chains 
designed to carry five sleepers at a time. 

A considerable amount of preparatory 
work has to be done before the rail train 
arrives at the railhead. The rails are cut 
accurately to the required lengths and they 
are marked individually to show their loca- 
tion in the tunnel. The points where the 
hoists are to be attached are also marked 
on the rails, to ensure even distribution 
of the load during lifting. 
tunnel is surveyed and marked to obtain 
the most economical track layout and the 
correct positioning of the rail joints. 

On the new 300-ft. rail sections of track, 





Overhead runway, showing fishplated 


joint, roller cage, and method of 
suspension from segment bolts 


with machined flush-fitting joints, the 
joints and fishplates are staggered with the 
left-hand joint 60 ft. in advance of the 
right-hand. 

The sequence of operations during the 


Similarly, the ; 
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laying is shown in the diagrams on the 
opposite page. 

The track-laying train, consisting of two 
30-ton bogie flat wagons for sleepers and 
five bogie bolster rail cars, is propelled by 
two battery-electric locomotives up to the 
railhead. 

The first tracklaying operation consists 
of laying out the chaired sleepers on 2-in. 
oak packings. The sleepers are picked 
up in bundles by chain tackles and pulled 
along on the overhead runway to the far 
end of the length of track which is being 
laid and placed in position. This method 
of working back to the train obviates the 
necessity of the staff having to step over 
sleepers already placed. 

While the sleepers are being laid, the 
hoists are drawn back over the rail cars. 
One rail at a time is lifted from the rail 
cars. The rail is pulled forward by hand 
until it is directly above the position it is 
to occupy in the track. 

The rail is lowered on to tubular triangu- 
lar frames which guide it into position 
in the chairs, and it is fastened with keys; 
the tackle blocks are then run back and 
the second rail of the pair is brought for- 

ward and dealt with similarly. When the 
rails are in the chairs and keyed up, the 
top of the road is checked by means of a 
level stick from nicks cut into the seg- 
ments every 30 ft. or so, and the oak 
packings beneath the sleepers adjusted as 
necessary. When both rails are laid and 
secured, a chain is attached to the leading 
flat wagon and to the overhead runway. 

The train is propelled forward over the 
newly-laid length; and the runway is cor- 
respondingly moved forward 300 ft. The 
hangers at the rear are then taken down, 
carried forward, and re-erected in advance 
of the runway. The train and runway are 
now in position to begin the sequence of 
operations again. 

The normal rate of progress is three 
lengths, or 900 ft., a shift. 

Behind the train, final adjustments are 
made to alignment and top, and 
wedges are inserted at the sleeper ends to 
ensure that the checked alignment is main- 

tained until the concreting-in is done. 
This adjustment of the track is done by a 
small gang of six men. Positive insulator 
blocks are then placed in position and the 
track is now ready for concreting. 





substitutions with or without modification 
of charges previously approved. The 
majority of the new charges were agreed 


ito enable the railway companies and 
traders to effect reductions in clerical 
work. 


METROVICK B.I.F. DispLay.—In view of 
the wide range of Metrovick products, em- 


bracing almost every known form of 
heavy electrical and many types of 
mechanical plant, only a few examples 


can be shown on the stand of the Metro- 
politan-Vickers Electrical Co. Ltd., at the 
British Industries Fair, and these examples 
have been selected to emphasise the pro- 
gress made in transition from war to 
peace. The main feature will be a display 
of radar equipment. The mechanical ex- 
hibits will relate, first, to power plant, 
and. second, to gas turbines, in which con- 
nection Metrovick experience in jet pro- 
pulsion of aircraft is bearing fruit in de- 
velopments for power station, traction, and 
industrial applications. Attention will be 
called to a new method of non-destructive 
testing of spot-welding in stainless steel 
developed by the Metrovick Research De- 
partment for use in the manufacture of 


gas turbine parts. A wide range of Metro- 
vick motors and control gear for indus- 
trial purposes will be the subject of a dis- 
play cabinet. Lamps and lighting equip- 
ment will be typical of the Metrovick 
range, and will include fluorescent tubular 
lamps and the Trafford and Welwyn mer- 
cury discharge lamps for street lighting. 


G. A. HARVEY AT THE B.I.F.—For some 
years, the firm of G. A. Harvey & Co. 
(London) Ltd. has been engaged in the 
manufacture of pressure vessels of all 
kinds, and special attention will be called 
to this important department of the 
Greenwich works at the forthcoming 
British Industries Fair. An extensive 
range of Harco perforated metals also is 
being arranged this year, as well as wire- 
work of various kinds for industrial pur- 
poses, such as pipe guards, partitions, 
radiator covers, etc., and also woven wire 
cloth in all meshes and gauges for vibra- 
tor screens. Other exhibits on this stand 
at Birmingham will include pressed-steel 
gutters in all sections and thicknesses. At 


the Olympia section of the B.I.F. this firm 
will be showing a range of office equip- 
ment. 
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Modern Tube Tracklaying 


(See article on page 445) 


Lowering chaired sleepers from overhead runway Lowering tubular triangular frame for guiding rails into position 


View from top of works train showing 300-ft. rail being lifted from flat car by 


overhead runners 


Beginning to lower 300-ft. rail from overhead runway 











May 2, 1947 


THE RAILWAY GAZETTE 


G.W.R. Developments in Maintenance Equipment—3* 


Mechanical shovel for loading wagons or light excavation 


THE Hi-Lift mechanical shovel illus- 

trated is used by the G.W.R. mainly 
at its docks in South Wales for loading 
loose material, such as sand, gravel, coal. 
and refuse into railway wagons; it can 
load into an ordinary five-plank wagon 
with ease. The bucket is of 4 cu. yd. 
capacity, and, if fitted with teeth could 
be used to excavate in soft, undisturbed 
ae The shovel is made by the Chase- 


* Previous articles in this series appeared in our 
1 4 and 25 


issues of Apri 





Hi-Lift mechanical shovel at work 


side Engineering Co. Ltd., Station Works 
East, Hertford. 

Although the jib cannot be slewed, the 
machine manceuvres easily; it has a turn- 
ing radius of 15 ft., and its overall length 
is about the same. The height of the top 
of the jib above ground can be varied be- 
tween 10 ft. 9 in. and 8 ft. 10 in. by alter- 
ing the position of the tie bar, which is 
shown in a different position in the two 
illustrations. The overall height can be 
reduced further to 7 ft. 5 in. by discon- 
necting the tie bars so that the shovel is 





447 


well within the loading gauge for travel 
on a flat wagon, and a specially low wagon 
is not required except for ease in side 
unloading. 

Crane slings are apt to impose an undue 
strain on the sides of the superstructure, 
and it is found best to load the machine 
into a railway wagon by means of a light 
sleeper ramp, as shown in the second 
illustration, which can be built quickly. 
The machine weighs just under 4 tons, and 
can be licensed to travel on the public 
highway. 

Similar shovels of $ cu. yd. and 
} cu. yd. capacity also are manufactured 
by the Chaseside Engineering Co. Ltd. 
The machine is powered by a 28-h.p. 
Fordson tractor engine, running on petrol. 





Use of ramp for loading shovel into wagon 








French National Railways ss. ‘* Londres” 
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arriving at Newhaven 





; “arriving at Newhaven after her ‘inaugural trip from ieppe on “April 1 18 (see 
also page. 457 and our last week’s issue) 
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Jet Combustion Chambers for Steam-Raising 


An experiment 


in fuel economy with 


the 


combustion chambers of Rolls-Royce jet engines 


Two jet engine combustion chambers fitted in fireboxes and surrounded 
by tubes for cooling purposes 


A NOVEL use was found for Rolls- 
Royce jet engines during the emer- 
gency occasioned by the fuel shortage and 
the exceptional severity of the weather. 
Not only were Derwent engines used to 
clear the snow from blocked railway lines 
and main trunk roads, but the Rolls-Royce 
Company has devised also a means of 
using the combustion chambers of jet en- 
gines for firing boilers. 
As development testing of combustion 


chambers, using paraffin as fuel, is going 
on continually in the Rolls-Royce experi- 
mental departments at Derby, it was 
thought that this heat could be employed 
usefully to raise steam in the boilers and 
thus save coal. A single experimental unit 
was constructed first, comprising a Nene 
combustion chamber, which was installed 
in the firebox of the boiler and fed with 
paraffin from an auxiliary supply system. 
A forced draught was created, using a 





SCOTTISH FACTORY FOR METROPOLITAN- 
VickERS.—A former Ministry of Supply 
clothing depot at ‘Motherwell is being 
taken over by . Metropolitan-Vickers 
Limited and an associated company as a 
factory for industrial-purposes. The staff 
of the Metropolitan-Vickers meter depart- 
ment jis expected to move in within a few 
weeks, and will be followed by the per- 
sonnel of the associated company, which 
will be engaged on the manufacture of 
scientific instruments. When fully opera- 
tive, the new factory will provide employ- 
ment for 2,000 people. The premises were 
completed in 1943, and are modelled on 
the lines of industrial estate factories. 
They cover 250,000 sq. ft. 


FortH BripGe Repairs, L.N.E.R.—The 
second part of the major repair work 
undertaken on the Forth Bridge last year, 
was begun on April 27, and will continue 
for some time. This year the northern ap- 
proach to the bridge is being dealt with, 
and the work consists of reconditioning 
the girder bearings and strengthening them 
in accordance with modern practice, as 
well as replacing the cast-iron bedplates 
on the tops of the piers with cast-steel 
bedplates of modern design. The lines 
over the bridge will be closed to traffic 
from 12.1 a.m. to 10 a.m. évery Sunday, 
and for two periods of four hours during 
the night in mid-week. On Sundays, the 


4.15 a.m. train from Edinburgh Waverley 
to Aberdeen (7.30 p.m., Saturday, from 
Kings Cross) will be diverted via Alloa, 
Dunfermline Upper and Thornton, and 
will be due to reach Aberdeen at 9.4 a.m. 
The 7.35 a.m. Sunday train, Edinburgh 
Waverley to Aberdeen, also will follow 
this route, and will be due at Aberdeen at 
12.43 p.m.; a connecting service will run 
from Dunfermline Upper to Inverkeithing. 
Connection to and from Kirkcaldy will be 
made at Thornton. The 7.40 a.m. train 
on Sundays, Waverley to Perth, will leave 
at 7.50 a.m. and run via Alloa Bridge, 
Stirling and Dunblane; an additional train, 
leaving Inverkeithing at 8.10 a.m., will 
give a service to Perth for passengers from 
Inverkeithing, Dunfermline Lower, Cow- 
denbeath, and Kinross. There will be a 
connection at Perth for Kinross for pas- 
sengers from Edinburgh. 


Monp NICKEL RESEARCH WorK.—The ex- 
tensive service offered by the Develop- 
ment & Research Department of the Mond 
Nickel Company will be featured at the 
British Industries Fair. The stand will be 
divided into four sections, each illustrating 
the particular type of service, with ex- 
amples and diagrams showing typical prob- 
lems which may be referred to the com- 
pany, and the ways in which they can be 
solved. The first section will deal with 
research undertaken with a view to evolv- 


May 2, 1947 


6-h.p. electric motor driving a fan, the air 
being carried by a duct into the combus- 
tion chamber. Ignition was by the normal 
torch igniters used on the Nene engine. 
The first experiment proved so success 
that further units were developed 
mediately to burn a standard heavy f 
oil. The later units comprise two 
bustion chambers, one to a boiler, w 
common forced-draught system; provisi 
is made for adding a third combusti 
chamber so that the complete assen 
will comprise eventually a treble unit , 
the one motor and fan. As may be se 
from the illustration, the combusti 
chamber is surrounded by a tube, over 
which cooling air flows to prevent over- 
heating of the water tubes in the boiler, 


Installations Extended 

Since the original improvised units were 
made at the Rolls-Royce works, the com- 
pany has been able to assist A. V. Roe & 
Co. Ltd., of Manchester, by supplying that 
firm with a number of sets of equipment, 
and also advising in the installation. In 
addition, the Rolls-Royce car factory at 
Crewe, the service station at Hythe Road, 
London, and the Rolls-Royce associate 
company, Rotol Limited, have been 
equipped. A great saving in coal is being 
effected by these installations. 

The initial design was undertaken to 
assist in the national emergency by saving 
coal, and economies amount to as much 
as 5 cwt. per boiler per hr. Other advan- 
tages can be claimed also, one being the 
speed with which steam is raised in the 
boiler. The average time required to raise 
steam in the boiler using coal is approxi- 
mately 4 hr., whereas the direct flame from 
the jet combustion chamber will do it in 
approximately 1} hr. There is, also, a 
considerable saving in labour, by elimi- 
nating stoking, and the fuel consumption 
is comparatively modest, approximately 25 
gal. of standard heavy fuel oil an hour 
being used. A firebrick arch is provided 
inside the boilers in order to deflect the 
flames from the combustion chamber over 
the water tubes, as in common practice 
with oil-fired boilers. 


ing new alloys for a_ specific purpose, 
such as the evoiution of the Nimonic 
series of alloys for highly-stressed com- 
ponents of the gas turbine, and another 
section will be devoted to service prob- 
lems, showing, among other things, how 
the introduction of a special nickel steel 
has resulted in considerable economy in 
the use of chisels for railway track main- 
tenance. The remaining sections will deal 
with choice of materials and production 
problems. This firm also will have a stand 
in the London section of the British Indus- 
tries Fair. 


B.I. CALLENDER’S CABLES B.I.F. DispLay. 
—An interesting exhibit on the stand of 
British Insulated Callender’s Cables 
Limited at the British Industries Fair will 
be a magnetic moulding machine which 
works on 240-volt d.c. current and is so 
designed that the operator can concen- 
trate on mould production without having 
to spend valuable time stripping the 
finished moulds. Maintenance costs are 
kept low, because pipe lines, glands, and 
packings are eliminated, by using electri- 
city instead of hydraulic power. Power 
factor improvement through the use of 
capacitors will also be demonstrated by 
means of a specially built glass-case set. 
Other exhibits will include crane collector 
equipment of various types; and cables 
and boxes. 
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Operating the South 


Technical and administrative 


THE RAILWAY GAZETTE 


African Royal Train 


arrangements for the 5,000- 


mile journey, which ended at Cape Town on April 20 





Cleaners at work on the 


COMPREHENSIVE as the arrange- 
ments have been for keeping the pub- 
lic informed of the progress of the Royal 
tour in South Africa, relatively little has 
been said regarding the administrative and 
operating problems involved in working 
the train. An account of this aspect of 
the tour has been published in the Rail- 
way Bulletin of the South African Rail- 
ways & Harbours, showing the detailed 
preparations which had to be made over 
a considerable period before the Royal 
Party arrived in South Africa, quite apart 
from the special duties undertaken while 
the tour was in progress. 
A total of 180 drivers, and a_ similar 
number of firemen, were detailed for duty 
on the Royal Train and the pilot train, 


coaches during the tour 


being selected for their knowledge of the 
different sections of the route traversed. 
Similarly, 102 guards were chosen for duty 
on the train at different times. 

District inspectors, locomotive inspec- 
tors, and permanent-way inspectors ac- 
companied the Royal Train while passing 
over their own sections of the system. A 
carriage & wagon inspector travelled over 
the entire route, and in company with the 
guard on duty, made an inspection of the 
vehicles at every stop where time per- 
mitted. Numerous special arrangements 
relating to signalling, inspection of track 
and tunnels, and halting of trains on ad- 
jacent lines, were made on _ principles 
similar to those observed during Royal 
journeys in this country. 
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In order that the Royal train should 
arrive at a convenient time at places where 
ceremonies were to be held, it was neces- 
sary sometimes to spend the night at some 
point between the principal stations. Dur- 
ing such halts the trains were cleaned, and 
the water tanks filled. This work neces- 
sitated accommodating a team of some 50 
Europeans and 40 non-Europeans, as well 
as railway police, at the stabling points. 
Passenger coaches and dining cars were 
provided in the vicinity when the special 
staff could not be housed elsewhere. 


Watering Facilities 
On some sections the locomotive water- 


ing facilities would have been insufficient 
to deal with double-headed trains, some- 


times with . banking assistance. It was 
necessary, also, to store water for re- 
plenishing the bathrooms and shower 


cubicles on both trains, and for this pur- 
pose temporary storage tanks had to be 
erected at strategic points. An unusual 
railway problem was that of dealing with 
the laundry of the passengers on the two 
trains. Every passenger was issued with 
a numbered bag, which was collected at 
various points. All the laundry for the 
members of the Royal Family was done in 
the railway departmental laundries. Other 
laundry was distributed to approved con- 
cerns. On completion, the laundry was de- 
livered to the next convenient stopping place. 
Three platoons of the South African 
Railway Police, each of 32 men, under- 
went a special course of training in con- 
nection with their duties on the tour. 
These platoons travelled from point to 
point by ordinary train, or sometimes by 
motor transport, so as to be available at 
important centres before the Royal Train 
arrived. An officer and eight selected 
N.C.O.s acted as a security guard on the 
Royal train throughout its journey. 
Before the tour concluded at Cape Town 
on April 20, the two trains were halted 
in the Karroo Desert on April 19, and 
the occupants of both lined up alongside. 
The King and Queen passed along both 
lines and shook hands with all the 
Officials, police, and servants who had 
attended them directly or indirectly. 





The Royal Train 


near Queenstown in the Cape Province 
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New York Railway Passenger Amenities 
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The interior of a Pennsylvania Railroad ticket office in New York 
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Train concourse, Pennsylvania Station, New York City 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. John Elliot, Deputy General 
Manager, Southern Railway, was presented 
recently with the United States Medal of 
Freedom with Bronze Palm by Major- 
General Clayton L. Bissell for his services 
rendered to the United States Armed 
Forces during the war. Mr. W. C. Collins, 
Assistant to the Traffic Manager, Southern 
Railway, also has been awarded the Medal 
of Freedom with Bronze Palm. 

The Parliamentary Secretary 
to the Ministry of Transport has 
appointed Miss G. A. Jones to 
be his Private papueteny. 

Sir George Nelson (Chairman 

& Managing Director, English 
Electric Co. Ltd.) has _ been 
elected Chairman of the British 
Electrical & Allied Manufac- 
turers’ Association for the ensu- 
ing session, in succession to Mr. 
E. C. Holroyde (Vice-Chairman 
of Crompton Parkinson Limited), 
who now becomes Vice-Chair- 
man of the Association. 

Mr. H. G. Kerry, Divisional 

Locomotive Superintendent, Pad- 
dington, Great Western Railway, 
and Mr. Lionel Lynes, Technical 
Assistant (Carriages & Wagons) 
to Chief Mechanical Engineer, 
Southern Railway, are among 
those recently elected Members 
of the Institution of Mechanical 
Engineers. 

We regret to record the death 
on April of Mr. Herbert 
Thomas Rice, late Director, 

English Electric Co. Ltd. 


INDIAN RAILWAY STAFF CHANGES 

Colonel R. B. Emerson, Chief 
Commissioner of Railways, pro- 
ceeded on 3 months’ leave from 
April 24. Mr. S. J. P. Cam- 
bridge, General Manager, 
B.N.R., is officiating in his place. 

Mr. V. L. Thompson has been 
appointed to officiate as Chief 
Commercial Manager, B.A.R., as 
from October 30 last. 

Mr. K. H. Rose, who was con- 
firmed permanently as Chief Engineer, 
B.B.C.LR., as from August 29 last, has 
been granted 24 months’ leave preparatory 
to retirement, as from August 31 last. Mr. 
J. S. Bearcroft has been appointed to 
officiate as Chief Engineer. 

r. H. R. Eveleigh has been appointed 
to officiate as Engineer-in-Chief, B.B.C.LR. 

Mr. V. B. Arte has been appointed 
Financial Adviser & Chief Accounts 
Officer, E.I.R. 


Mr. Gilbert Szlumper, at one time 
General Manager of the Southern Rail- 
way, and now London Representative of 
the North British Locomotive Co. Ltd., 
has been installed as Prime Warden of the 
Worshipful Company of Shipwrights for 
the ensuing year. 


We regret to record the death on April 
25, at the age of 65, of the Marauess of 
Bute, K.T., Chairman of the Cardiff Rail- 
way Company, and a Director of the 
Rhymney Railway Company, until the in- 
corporation of those railways in the Great 
Western Railway Company in 1922. 


Mr. F. E. Musgrave, M.C., B.A., B.A.L, 
who, as recorded in our March 21 issue, 
succeeds Mr. V. P. Bhandarkar as General 
Manager of the Bengal Assam Railway on 
the latter proceeding on leave last month 
preparatory to retirement, was educated at 
Berkhamsted School and at Trinity College, 
Dublin, where he obtained the degrees of 
B.A. and B.A.I. On the outbreak of war 
in 1914, Mr. Musgrave joined the Royal 
Engineers; he attained the rank of Major, 


Mr. F. E. Musgrave 


Appointed General Manager, Bengal Assam Railway 


was awarded the Military Cross and Bar, 
and was mentioned in dispatches twice. In 
1920 he entered the service of the Assam- 
Bengal Railway, and was promoted 
District Engineer in 1934, and Deputy 
Chief Engineer in 1940. After the acqui- 
sition by the State of that railway and its 
amalgamation with the Eastern Bengal 
Railway to form the Bengal Assam 
system, he was first Deputy Chief Engineer, 
Assam Bengal Zone, and then Engineer- 
in-Chief, Gauhati, on the doubling through 
the eastern frontier of India to Ledo. From 
March, 1945, Mr. Musgrave was posted as 
Engineer-in-Chief, Projects & Develop- 
ment, and a year later he was promoted to 
be Engineer-in-Chief, Open Line. 


The following have been elected mem- 
bers of the executive committee (South 
Wales) of the newly constituted In- 
dustrial Association of Wales & Mon- 
mouthshire for 1947-48; Mr. L. E. 
Ford, Chief Docks Manager, Mr. 
David Blee, Chief Goods Manager, and 
Mr. H. H. Phillips, Assistant to Superin- 
tendent of the Line (Cardiff), Great West- 


ern Railway; and Mr. E. V. Ralph, Red & 
White United Transport Limited, Chep- 
stow. Mr. W. J. Crosland-Taylor, General 
Manager, Crosville Motor Services Limited, 
has been elected a member of the execu- 
tive committee (North Wales) for 1947-48. 


The late Sir George C. C. Hamilton, 
who was Chairman of the White Pass & 
Yukon Railway Co. Ltd., left £69,316. 


Mr. Robert Foot has been 
elected President for the ensuing 
year of the Mining Association 
of Great Britain, in succession to 
Lord Crawford. 

Mr. T. W. Towers, who was 
appointed Acting Operating 
Manager in September, 1946, 
has now been confirmed in the 
position of Operating Manager, 
Trams & Trolleybuses, L.P.T.B. 


Among those recently trans- 
ferred from associate member- 
ship to membership of the Insti- 
tution of Civil Engineers are 
Messrs. B. C. Drummond, North 
Western Railway, India; N. S. 
Cox, Divisional Engineer, Ply- 
mouth, Great Western Railway: 
and C. C. R. Edwards, Burma 
Railways. 


The first Baron Southborough, 
who died on January 17. a Direc- 
tor (and Chairman, 1931-43) cf 
the Westinghouse Brake & Sig- 
nal Co. Ltd., a former Chairman 
of Sir W. G. Armstrong, Whit- 
worth & Co. Ltd., and formerly 
a Director of the Underground 
Electric Railways Co. of London 
Ltd., left £212,791. 


Mr. O. A. Trudeau has been 
appointed Assistant Passenger 
Traffic Manager, Canadian 
National Railways, in succession 
to the late Mr. W. E. Norton. 
Mr. H. J. Nevin, Vice-Chairman 
of the Canadian Passenger Asso- 
ciation, has been appointed to 
succeed Mr. Trudeau as General 
Passenger Agent, with head- 
quarters at Montreal. 


Tube Investments Limited announces the 
following appointments : —Mr. Lacy- 
Hulbert to the group’s Precision Tubes 
Division as Director of Production; Mr. 
EK Be Andrews as a Director, and 
General Manager of the group’s export 
organisation, T.I. (Export) Limited, and 
Mr. Arthur Chamberlain as Deputy Mana- 
ging Director of the subsidiary, Hercules 
Cycle & Motor Co. Ltd. 


G.W.R. APPOINTMENTS 
General Manager's Office 

Mr. Christian Barman, F.R.1.B.A., to be 
Assistant to Chief Officer for Public Re- 
lations. 

Traffic Department 

Mr. C. W. Powell, Divisional Superin- 
tendent, Swansea, to be Divisional Super- 
intendent. Paddington, on the retirement of 
Mr. C. T. Cox. 

Mr. J. F. M. Taylor, Divisional Super- 
intendent, Worcester, to be Divisional 
Superintendent, Swansea. 

Mr. C. F. E. Harvey, Assistant Divisional 
Superintendent, Birmingham, to be Divi- 
sional Superintendent, Worcester. 
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Mr. F. L. Castle 


Elected President, Institution 
of Railway Signal Engineers 


Mr. F. L. Castle, A.M.IE.E., M.LR.S.E., 
M.Inst.T., who, as recorded in our March 
28 issue, has been elected President of the 
Institution of Railway Signal Engineers, is 
General Manager of the Siemens & General 
Electric Railway Signal Co. Ltd. Mr. Castle 
entered the service of the Midland Railway 
in 1909 at Derby as Technical Assistant in 
the Telegraph Department, and _ was 
appointed Relief Inspector in 1914. In that 
year he joined the Royal Engineers; and he 
served in Gallipoli, Egypt, France and Bel- 
gium, and on the western front commanded 
No. 2 Railway Telegraph Company, R.E. 
On demobilisation in 1919 he entered the 
service of the General Electric Co. Ltd., to 
create a Railway Signal Department, and 
was appointed Manager in 1922. On the 
formation of the Siemens & General Elec- 
tric Railway Signal Co. Ltd., he was 
appointed General Manager of that com- 
pany. Mr. Castle has made many business 
journeys overseas, visiting railways in prac- 
tically every country of the British Empire, 
most of the countries in South America 
and Europe, and the U.S.A. He is a mem- 
ber of the committee of the Railway Brakes 
& Signals Industrial & Export Group, and 
a Director of the Railway Signal Co. Ltd. 
He is also a Fellow of the Permanent Way 
Institution. Mr. Castle joined the Institu- 
tion of Railway Signal Engineers as a 
Student on its formation in 1913; he has 
been a Member of Council for fifteen years. 

Mr. Arthur B. Longbottom, 
Derby Railway Institute, is retiring this 
month. He joined the library staff of the 
old Midland Railway Institute in 1900, and 
succeeded the late Dr. E. A. Baker as 
Librarian in 1904. During his long tenure 
of office Mr. Longbottom has re-organ- 
ised the old library on the open-access 
system, and made it one of the best-known 
railway librarie; in the Midlands. He is 
an ardent railwayist, and has maintained 
close contact with railway students; and 
his help has often been sought in railway 
historical matters. He has contributed 
his torical paragraphs to our “Scrap 
Heap ” columns over many years. His 
father, the late Mr. W. S. Longbottom 
(“ Horace Weir’’), was Press Association 
correspondent for Derby and contributed 
the regular feature Midland Railway 
Notes to our constituent, The Rail- 


Librarian, 
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Mr. F. E. Harrison 


Assistant Chief Engineer, L.N.E.R., 
19 7 


way News, before the 1914 war. Mr. A. B. 
Longbottom is a Fellow of the Corpora- 
tion of Certified Secretaries, and was for 
some years Honorary Secretary of the 
L.M.S.R. Lecture Society. During the 
first world war he held a commission in 
the 5th Sherwood Foresters, and he served 
in the recent war as an Assistant Platoon 
Commander, Derby Home Guard. 


Mr. F. E. Harrison, O.B.E., M.Inst.C.E., 
who, as recorded in our April 25 issue, 
is retiring on May 21 from the o. 
of Assistant Chief Engineer, L.N.E.R., 
the eldest surviving son of the late Mr 
C. A. Harrison, for many years Engineer, 
Northern Division, North Eastern Railway, 
and later Consulting Engineer to that com- 





pany. Mr. F. E. Harrison was born in 
1882, and was educated at Aysgarth 
School, Yorkshire, and Winchester Col- 


lege. After serving a pupilage with the 
North Eastern Railway at Newcastle-on- 
Tyne, he was employed with Sir John Jack- 
son Limited on the extension of the naval 
dockyard at Devonport. In 1906 he again 
entered the service of the North Eastern 
Railway at Newcastle-on-Tyne, and three 
years later was appointed District Engi- 
neer of the Northumberland District, and, 
in 1913, District Engineer, Newcastle-on- 
Tyne. During the war of 1914-18 Mr. 
Harrison served in France on the staff of 
the Directdr-Gieneral of Transportation, 
with the rank of Major. R.E. On return- 
ing to railway service he resumed in his 
former position; and, in 1930, when the 
Northumberland and Newcastle-on-Tyne 
Districts were amalgamated, he was placed 
in charge of the combined area. In 1934 
he became Assistant Engineer, North 
Eastern Area, and, in 1937, Engineer for 
the same area. He was appointed Assistant 
Chief Engineer in January. 1943. Mr. 
Harrison was President of the Permanent 
Way Institution from 1939 to 1942. 


Mr. F. G. Humphrey, O.B.E., who 
recently was appointed Director of Infor- 
mation, Ministry of Transport, is well 
known among journalists in this country 
and in many other parts of the world. 
During his career he has filled almost 
every post in newspaper work, including 
those of Editor and Editor-Manager, and 
has worked in Scotland, Yorkshire, Liver- 





Mr. F. G. Humphrey 


Appointed Director of Information, 
inistry of Transport 


pool, Birmingham, Manchester and 
London, covering assignments in all] parts 
of Great Britain and many places abroad. 
He was President of the National Union 
of Journalists in 1936-37, Honorary 
Editor of its official journal, The Journa- 
list, from 1937-40, and a member of its 
national executive committee from 1931- 
41. He joined the Ministry of Informa- 
tion in February, 1940, and in November, 
1941, succeeded  Brigadier-General Sir 
Wyndham Deedes as regional chief in 
London. Later the South Eastern Region 
was added to his jurisdiction; and for 
work in charge of the unified area, most 
of it connected with the state of emer- 
gency in that vulnerable and_fiercely- 
attacked part, Mr. Humphrey was made 
an O.B.E. He also had much to do with 
establishing good relations between the 
U.S. Forces and the civil population in 
London and the south east. After the 
war, and just before the Ministry of 
Information became the Central Office of 
Information, he was transferred to head- 
quarters as Director of the Campaigns & 
Lectures Division. He was largely con- 
cerned with the re-organisation of the 
department in its new guise before going 
to the Ministry of Transport as Director 
of Information, the new title given to the 
Director of Public Relations. 

The Westinghouse Brake & Signal Co. 
Ltd. announces the appointments of Major 
L. H. Peter as Chief Development Engi- 
neer; Mr. L. E. Thompson, as Chief Elec- 
trical Engineer; Mr. K. H. Leech as Chief 
Design Engineer: and Mr. N. G. Cadman 
as Chief Brake Engineer. 

We regret to record — ‘’"o on April 
26 of Sir Ernest Jardine, Bt., Chairman of 
the Trent Navigation / heawtig aged 87. 





L.M.S.R. STAFF CHANGES 

Mr. C. Haysey, District Engineer, 
Barrow, to be District Engineer, Leeds, in 
place of Mr. H. Brown, retired. 

Mr. G. F. Kent, Assistant to District 
Engineer, St. Pancras, to be District Engi- 
neer, Barrow. 

Mr. S. Rigg. 
Docks, 
tendent, 


Superintendent, Goole 
to be Goods & Docks Superin- 
Wyre Dock, Fleetwood, in place 


of Mr. John Wood, retired. 
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Associated Electrical Industries Limited 


The 47th annual general meeting of 
Associated Electrical Industries Limited 
was held at the Connaught Rooms, Lon- 
don, W.C.2, on April 23, the Rt. Hon. 
Oliver Lyttleton, M.P., Chairman of the 
company, presiding. 

The Secretary, Mr. G. E. Walker, read 
the notice convening the meeting. 

The Chairman, in moving the adoption 
of the report and accounts, said he had 
first to refer to changes in the board. In 
1946, Vickers Limited acquired a stock- 
holding in A.E.I. Thus an association of 
long standing had been cemented again by 
a financial interest, and both companies 
believed it would be of great mutual ad- 
vantage. It clearly was desirable that 
Vickers should nominate one director to 
the board, and also that the managing 
directors of the British Thomson-Houston 
and = Metropolitan-Vickers companies 
should sit on the board of the parent com- 
pany. It was thought also that one 
vacancy should be created which should 
be unfilled for the present. 

Since the board had reached already the 
numbers permitted, four directors decided 
to resign, Sir Louis Greig, Sir John Chan- 
cellor, Colonel Pragnell, and the Earl of 
Verulam. Their resignations had been ac- 
cepted with deep regret. Lt.-General Sir 
Ronald Weeks, Deputy Chairman of 
Vickers Limited; Dr. H. Warren, Manag- 
ing Director of B.T.H., and Mr. I. R. 
Cox, Managing Director of Metropolitan- 
Vickers, had been elected in their stead. 

During the year, Sir Felix Pole retired 
from the deputy chairmanship, but re- 
tained his seat on the board. Sir George 
Bailey, the Managing Director, had been 
appointed Deputy Chairman in his stead, 
and now held both offices. In addition 
to the above appointments, Dr. H. Warren 
had been appointed Deputy Managing 
Director of A.E.I. 

Lastly, Mr. R. H. Haviland, who as 
Secretary gave the A.E.I. group loyal ser- 
vice for 24 years, had retired, and Mr. 
, E. Walker had been appointed in his 
place. 


CONSERVATIVE FINANCIAL POLICY 
Dealing with the report and accounts, 
the Chairman said the conservative finan- 
cial policy pursued over many years of 
reinvesting in the business a large portion 
of each year’s profits, had brought the 
actual capital employed far beyond the 
nominal capital which appeared in the 
balance sheet. They had published the 
figures, so that stockholders, customers, 
and employees should realise that the dis- 
tribution now recommended was not an 
excessive percentage on the real capital 
which has been risked. It would be seen 
also that the dividends were a very small 
proportion of the wages, and it was worth 
remarking that the money reinvested or 
ploughed back into the business was one 
of the means by which continuity of em- 
ployment was secured and expansion of 
employment promoted. 

The gross trading profits were approxi- 
mately the same as those for the year 
ended December 31, 1945, but the amount 
required to be set aside for income tax had 
fallen considerably. The additions to re- 
serves and provisions this year in the 
group totalled £256,000, compared with 
£531,000, a decrease of £275,000. Alloca- 
tions to general and special reserves, how- 
ever, amounted to £606,000, compared with 
£413,000 in 1945. Last year the carry- 
forward was increased by £81,000. whereas 
it had now been increased by £260,000, 
or by £179,000 more this vear than last. 





Adding these figures together, the appro- 
priations and increase in carry-forward 
were £372,000 up compared with last year, 
and the allocations to reserve.and pro- 
visions £275,000 down—a net increase of 
£97,000. In addition, they had depre- 
ciated their fixed assets this year by 
£667,000 compared with £553,000 last year, 
an increase of £114,000. 

During the year the sum of £1,467,000, 
which related to tax paid whilst the rate 
was at 100 per cent. of excess profits, 
was received as an E.P.T. post-war refund. 
The conditions of this refund required it 
to be applied to re-equipment or develop- 
ment of the business. Accordingly, it had 
been placed to reserve, but more than this 
sum had been expended already on addi- 
tions to fixed assets. 

The gross profits of the holding com- 
pany, including the dividends drawn from 
the subsidiary companies, were £2,282,000, 
compared with £2,084,000 for the previous 
year. The depreciation written off was 
approximately the same as last year, while 
additions to reserves and provisions were 
£123,000, compared with £341,000 last 
year, a decrease of £218,000. On the other 
hand, the appropriations to the general and 
special reserves were £475,000 compared 
with £150,000, an increase of £325,000, 
and the carry-forward had been increased 
slightly. The net increase thus was 
£107,000. 

EFFECTS OF FUEL CRISIS 

Some of the A.E.I. group factories were 
unaffected by the fuel crisis: in some 
others—including Trafford Park and 
Rugby—partly by using stand-by plant‘and 
partly because they had taken the precau- 
tion of converting all their main factories 
from coal to oil-burning for heating and 
processing, they were able to maintain at 
work a high percentage of their total num- 
bers. Some other factories, however, were 
shut down completely from lack of power. 
They continued throughout the stoppage 
to pay the guaranteed week of 34 hr. to 
those who could not be employed through 
the interruption or stoppage of power. 

Referring to the fuel crisis reserve of 
£500,000 gross, the chairman said it was 
impossible to compute at the moment what 
the indirect losses from these causes might 
be, but the direct losses, that is to say, 
losses caused by the payment of wages to 
those who could not be _ employed, 
amounted to about £200,000 gross. 

The year 1946 was the diamond jubilee 
of the British Thomson-Houston Com- 
pany. They had published a volume to 
mark the occasion, and the book con- 
tained an appendix giving the names of 
those who had served the company for 
over 25 years. They numbered over 2,500. 
Further, to commemorate the occasion, the 
directors arranged a B.T.H. jubilee scholar- 
ship scheme to assist B.T.H. employees in 
the education and training of their sons 
or daughters of school-leaving age or over. 

During the year a 44-hr. week of five 
days was negotiated between the Engineer- 
ing Employers’ Federation and the unions. 
They hoped and expected that output 
would increase in spite of the shorter 
hours. It was manifestly impossible to 
discuss the wide range and large extent of 
the A.E.I. group companies’ activities, but 
he would draw attention to the education 
system which was in force in the group, 
and in which they took particular pride. 
By establishing schemes for the training of 
young men in the skilled trades, their com- 
panies had done much throughout the 
past half-century to revive and promote 
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r Further- 
more, they had been pioneers in the em- 


the interest in apprenticeship. 


ployment and training of University 
graduates. Many scientists and engineers 
now internationally iamous, received their 
early training with their companies. 

Reverting to the group us a whole, the 
orders on the books were considerably 
higher than last year, and in fact were 
the largest ever recorded in the history of 
the company. ihe directors recommended 
the payment of a final dividend of 7} per 
cent. on the £6,000,000 ordinary stock, 
together with a bonus at the rate of 24 
per cent., both being less income tax at 
9s. in the £. The total amount distri- 
buted in dividends on both classes of stock 
would amount to £612,446. The total 
amount out of their current profits placed 
to reserve or otherwise ploughed back in- 
to the business would be £866,000. 


NEW FACTORIES 

During the year they had continued to 
attempt where practicable to bring thie 
work to the workers. In order, amongst 
other things, to increase the space and 
labour available for the manufacture of 
heavy plant at Trafford Park, they had 
transferred part of the meter department 
to a temporary plant at Bury. This 
department, however, would be trans- 
ferred permanently to a new factory of 
about 300,000 sq. ft. at Motherwell, and 
some other activities also would be con- 
centrated in the same plant. This was the 
first time that their companies had em- 
barked upon production in Scotland. 

They also had leased a plant at Llan- 
dudno Junction, which would be used in 
the manufacture of commercial refrigera- 
tors amongst other products. Finally, 
production had started in factories in 
Sunderland and Hereford during the year; 
the one at Sunderland, under the auspices 
of the Cosmos Manufacturing Company, 
was engaged in the manufacture of radio 
valves; and the other, under Harcourts 
Limited, produced lighting equipment. 

The Metropolitan-Vickers and_ the 
British © Thomson-Houston companies 
specialised in the manufacture of steam 
turbo-generating sets, and they had, 
amongst others, a large number of sets in 
the process of manufacture for the grid, 
ranging from 75,000 kW. downwards. 

Their business in transformers also had 
grown very largely. In gas turbines, there 
had been great progress in development 
by both the Metropolitan-Vickers and 
British Thomson-Houston companies, who 
were studying the further applications in 
the use of gas turbines for peak loads at 
power _ stations. The Metropolitan- 
Vickers company was developing and 
manufacturing in collaboration with the 
Great Western Railway Company, a gas 
turbine-electric locomotive for hauling 
express passenger trains up to 90 m.p.h. 

The majority of electrical traction 
equipment on order was for export, and 
included orders in hand by the Metropoli- 
tan-Vickers company for a large number 
of 2.500-h.p. 3,000-volt locomotives for 
the South African Railways, and motor 
coach electrical equipment for South 
Africa, Australia and Brazil. The Metro- 
politan-Vickers company took over the 
Vickers train lighting business, which was 
being developed actively, and large orders 
for railway signalling equipment have 
been placed with the company’s sub- 
sidiary, the Metropolitan-Vickers G.R.S. 
Company. The British Thomson-Houston 
Company had secured further substantial 
orders for control equipment for rolling 
stock, notably from London Transport. 

The report and accounts were adopted. 
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Further Stages of the Transport Bill 


Government maintains refusal of arbitration on compensation 


Before the Transport Bill was con- 
sidered on the Report stage in the House 
of Commons on Tuesday, it was re-com- 
mitted in respect of certain Government 
and Opposition amendments. 

Sir David Maxwell Fyfe (Con.—West 
Derby) moved an amendment which pro- 
vided that the compensation of railway 
stockholders should be dealt with by an 
independent tribunal. This, he said, had 
hitherto been the accepted method of fair 
and unbiased arbitration. After four 
months consideration they were still of 
opinion that not only was the compensa- 
tion inadequate, but the method by which 
it was thought to arrive at this compen- 
sation was unprecedented, inequitable, and 
wrong. 

They asked, he said, for a tribunal com- 
posed on the lines of that in connection 
with the Cable & Wireless measure, of three 
members—one a High Court judge, nomi- 
nated by the Lord Chancellor, an accoun- 
tant nominated by the President of the 
Institute of Chartered Accountants, and a 
business man nominated by the Chairman 
of the Bankers’ Clearing House Committee. 

Mr. E. Davies (Lab.—Enfield), opposing 
the amendment, said that if it were pro- 
posed that the assessment of compensation 
be referred to an arbitrary tribunal and the 
Opposition thought that that would result 
in greater compensation to the railways, it 
would mean that the Transport Commis- 
sion would have to be subsidised by the 
State. If there was going to be any subsi- 
disation of transport it must not be in the 
interests of the shareholders. If it was 
necessary to subsidise transport it should 
be to enable charges to be kept down so 
that the cost of living should not increase. 


Challenge to Basis 

Mr. Glenvil Hall (Financial Secretary to 
the Treasury), resisting the amendment, 
said it challenged the whole basis of com- 
pensation in the most important clause in 
the Bill. The amendment would give such 
a tribunal an impossible task. The Stock 
Exchange could be described as an inde- 
pendent tribunal in that it laid down what 
was reckoned to be from day to day the 
values placed by a willing buyer looking 
for a willing seller. The Government had 
no objection to the formula of net main- 
tainable revenue as such, but in these cir- 
cumstances, with these undertakings and 
in this Bill it was quite impossible to adopt 
the net maintainable revenue formula. 

It might be argued that the railways 
would be able to increase their revenue if 
they were allowed to increase their charges, 
but it could be argued that there was a 
serious limitation to the increases which 
railways could impose in the way of extra 
charges. It was possible that under the 
free play of competition between road and 
rail that the future net maintainable re- 
venue would give stockholders much less 
than they were going to get under the 
formula which the Government proposed. 

Mr. R. Assheton (Con.—City of Lon- 
don) said that whereas the costs of the rail- 
way companies were about double what 
they were, their receipts from fares and 
rates charged and so on had not risen by 
more than 33 per cent. Why were the 
Labour Members so frightened of having 
a tribunal? Did they think the figure a 
tribunal would give would be better than 
that given by the Government? If they 
were frightened of a tribunal it could only 
be because a tribunal would give better 
justice than the Government. 


Mr. D. Jay (Lab.—Battersea N.) said 
there were no confiscatory elements in the 
proposals. The valuation given was higher 
than the level at which those prices had 
stood for the last 15 to 20 years. 

Sir Waldron Smithers (Con.—Orpington) 
protested against what he described as the 
confiscatory procedure adopted under the 
Bill and said that great hardship would be 
caused to those who had invested money 
in the property to be taken over by the 
Government. 

Mr. J. M. McKie (Con.—Galloway) said 
that railway shareholders were going to 
in danger of a measure of confiscation. 
Under the L.M.S.R. 4 ver cent. preference 


stock, the holders had always received 
their 4 per cent., but now they would 
have to take their chance under a 


Socialist administration with their income _ 


reduced to 24 per cent. There was £118 
million invested in that issue, he believed. 


Future Prospects 


Mr. J. A. Sparks (Lab.—Acton) believed 
that the stockholders were very fortunate 
that the Government had decided on 
nationalisation at this particular time be- 
cause, had they waited another five or ten 
years, the value of their interests would be 
very considerably reduced. It had been 
difficult for the railways to get sufficient 
capital to modernise their enterprises. 
They could get plenty at 5 per cent. or 
over, which was above the capacity of the 
industry. He inquired whether the Op- 
position advocated an increase in rates and 
charges because that was the only method 
open to the existing proprietors to secure 
a maintenance of the net annual revenue. 
He said that every time rates and charges 
were increased traffic was turned away 
from the undertakings. 

Mr. Barnes (Minister of Transport) re- 
futed the accusation that the compensa- 
tion, as applied to the railways, amounted 
to confiscation. “The payment in the 
form of compensation of a sum of £908 
million is rather a peculiar method of con- 
fiscation,” he commented. 

The Opposition was complaining be- 
cause it had not got the compensation 
terms that probably it would have given 
to the stockholders of the railways if it 
had been carrying through a Bill of this 
kind, although he could not imagine it 
carrying through such a Bill. 

Mr. Barnes described as “ quite unac- 
ceptable ” the idea that because an invest- 
ment had earned 4, 5 or 6 per cent., it 
should continue to do so when it was trans- 
ferred from private to public ownership. 
In reply to an interjection by Colonel 
A. D. Dodds-Parker (Con.—Banbury), Mr. 
Barnes said: “I think the Government of 
the day, if it has the will of the people 
behind it. can do anything it likes with 
regard to the services that are necessary 
to the interests of the whole community.” 

Colonel Dodds-Parker: “ Without arbi- 
tration? 

Mr. Barnes: “ Yes, if it feels that arbi- 
tration is not necessary.” 

Mr. Barnes said that earning capacity 
of the railways was a difficult thing to 
assess at the moment and he would hesi- 
tate to ask what the net revenues of the 
railways would have been in the immediate 
future. The railways were labouring under 
conditions in which they could not spend 
the depreciation reserve to bring their roll- 
ing stock, their permanent way, and other 
things into good conditions. The railway 
companies had suffered heavily as the re- 
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sult of the war. Commenting that the 
1921 Act left out of account entirely the 
problem of road competition, Mr. Barnes 
said the capacity of the railway companies 
to appeal to the public for capital was 
unfairly interfered with, and with the rail- 
ways in their present plight of overstrain, 
it was unlikely that they would be in a 
position in the near future to improve their 
situation. The State could raise capital at 
a lower rate of interest and persons who 
accepted the British Transport stock got a 
greater security with a Treasury guarantee 
behind it. 

Sir John Mellor (Con.—Sutton Cold- 
field) complained that the House had not 
been told, and was not going to be told 
until the Treasury made a decision later 
on, what rate of interest was going to be 
paid on compensation stock, what amount 
of compensation stock was going to be 
issued, or what would be the terms 
of redemption. It was quite possible, 
he suggested, that the issue of the com- 
pensation stock might be followed by 
heavy selling in the market and it might 
be that the shareholders would find it im- 
possible to realise their compensation if 
it was a long-dated stock. There ought to 
be some assurance that the stock was not 
going to be long-dated or even medium- 
dated, but that it was going to be short- 
dated, and something redeemable within 
10 years. 

Mr. C. Williams (Con.—Torquay), te- 
ferring to an earlier statement by the 
Minister of Transport that propaganda was 
being used on behalf of railway stock- 
holders, said that he had been very glad 
to be able to put in a word on behalf of 
those people whom he felt had been un- 
fairly treated. “ I wonder what would be 
the result of an inquiry into consideration 
given by the Government and its sup- 
porters to these people, and what would 
be the result of an inquiry into the con- 
sideration by the Government and its sup- 
porters of members’ salaries and that of 
the Prime Minister,” he asked. 

The Opposition amendment was defeated 
after a division by 268 votes to 121. 


Interest on Stock 

Brigadier J. S. B. Lloyd (Con.—Wirral) 
moved a further amendment dealing with 
compensation. Its purpose, he explained. 
was to provide that the Government stock 
with which railway stockholders are to be 
compensated shall yield the same amount 
as the railway stock for which they are 
substituted. If the holder of £1,000 worth 
of railway stock, yielding £30, was given 
only £1,000 worth of 24 per cent. stock 
at present, his income, instead of being 
£30, would be only £25. 

Mr. Glenvil Hall, declining to accept the 
amendment, said there was an assumption 
which he could neither deny nor confirm, 
that the stock was going to be issued at 
24 per cent. There was nothing in the Bill 
to that effect or that it would be issued at 
the rates prevailing as and when the time 
came for its issue. The rate of interest 
then might be three. The Chancellor, on 
consideration, came to the conclusion that 
the option he was giving was fair and just. 

The amendment was defeated by 274 
votes to 114. 

Mr. Assheton, making “a __ further 
attempt to get justice for stockholders, 
moved an amendment regarding compen 
sation payable in respect of loans, per 
petual annuities, or debenture stocks. It 
provided that these should bear interes! 
which would assure to holders the equiva 
lent of the annual interest payable on their 
securities for the last complete year befor 
the passing of the Act. He said it seemed 
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extraordinary that the Government was 
going to take over all the assets of the 
railway companies but. not the obligations. 

Mr. Glenvil Hall said that it asked 
that a new type of British transport stock 
should be brought into being which was 
different from that envisaged in the Bill. 
There was a Government guarantee attach- 
ing to the stocks which had been placed 
in a special category, but there was no 
Government guarantee in this case, and 
therefore there was no analogy between 
the two classes of stocks. These stocks 
were fairly valued on the Stock Exchange, 
and the price then quoted, which had been 
accepted in this Bill, could be taken as a 
fair price. It would be unfair to other 
types of stock if this particular type of 
security was picked out for special treat- 
ment. 


Mr. Gallacher’s Suggestion 


Mr. W. Gallacher (Com.—West Fife) 
said: “ Here is a question of the nation 
taking over its own property. It is a social 
project. But what are we to do with the 
debenture holders? I say give the deben- 
ture holders the full amount they are get- 
ting now as a life annuity. The full 
amount they are getting now, every half- 
penny, | would give them, but at the end 
of their life it finishes.” Of the trustees, 
Mr. Gallacher said that the Chancellor of 
the Exchequer should make an arrange- 
ment covering a particular period after 
which the trustee should not be allowed to 
draw on the resources of this country. 
“I want the Chancellor and the Govern- 
ment to face up to the fact that it isn’t 
right, it isn’t just, to saddle the people of 
this country with pensions in perpetuity as 
compensation,” he declared. 

Mr. W. T. Proctor (Lab.—Eccles) said 
the Opposition wished to hand over to 
those who had those stocks, a more valu- 
able consideration at the expense of the 
nation. The Government, on the other 
hand, wished to be perfectly fair both to 
the nation and to the holders of that stock. 

The amendment was defeated by 285 
votes to 118 votes. 

Mr. Barnes, on Clause 25, relating to 
the application to local authorities, moved 
an amendment making provision for addi- 
tional compensation to local authorities 
over and above meeting their sinking fund 
debt charges. The Minister of Fuel & 
Power had stated during the Committee 
stage of the Electricity Bill that £5,000,000 
would be set aside for additional compen- 
sation to meet overhead expenses that 
local authorities might incur as the result 
of the transfer of their electricity under- 
takings. For the time being, he (Mr. 
Barnes) proposed to set aside £2,500,000 
for the purpose of making similar com- 
pensation payments to local authorities in 
respect of their transport undertakings. 
But he wished to make it plain that it 
would not be until the various schemes 
arose that the payments would be made. 
According to the type of scheme that was 
evolved to deal with ports and harbours 
there might be some similar compensa- 
tions in that direction, and £200,000 was 
anticipated as being likely to meet those 
charges. 

The amendment was agreed to and the 
Clause, as amended, was ordered to stand 
part of the Bill. 

Mr. Thorneycroft (Monmouth—C.) 
moved an amendment on clause 46 to 
increase the compensation payable to road 
haulers. He proposed that the goodwill 
should be calculated at between five and 
seven-and-a-half times the net annual pro- 
fit. Road haulers had as much right to 
their goodwill as other traders, and under 
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the Bill their businesses were being expro- 
priated. The Government’s proposals were 
unjust and would create the maximum of 
hardship. 

Government Generosity 

Mr. G. R. Strauss (Parliamentary Secre- 
tary, Ministry of ‘lransport) said the 
Government were erring if at all on the 
side of generosity. Road transport was a 
new and exceedingly unstable industry, 
with great competition. Compensation 
was to be payable on the following 
bases: —On vehicles, current replace- 
ment value less depreciation; on all 
other property, the present market 
value; and for goodwill, the equivalent of 
anything between two and five years’ aver- 
age profit. This estimate of road trans- 
port profits was not only the Government’s 
estimate but the industry’s as well, for 
frequently firms changed hands with the 
goodwill based on three years’ purchase. 

Sir D. Maxwell Fyfe said that from the 
human aspect this was one of the crucial 
points of the Bill. The industry, far from 
being unstable, was the very opposite. 
The Bill did not suggest the method by 
which co-ordination or integration of road 
transport was to be made with the rail- 
ways, and the Opposition, after asking for 
four and a half months, had been unable 
to ascertain how the Government proposed 
to decentralise and make a local alloca- 
tion of road transport, or on what basis 
charges for road transport were to be 
made. 

The amendment was negatived by 293 
votes to 130. An alternative proposal that 
compensation should be based on 15 years’ 
purchase of the average net annual profits 
was rejected by 293 votes to 128. 

Clause 46, as amended, was ordered to 
stand part of the Bill by 292 votes to 133. 

Sir D. Maxwell Fyfe, on Clause 53, 
moved an amendment to provide that 
compensation should be payable to road 
haulers in respect of cessation of business. 

Mr. Barnes said that if the Road Haul- 
age Organisation ignored his offer of full 
access to him and his Department for the 
examination of technical points of com- 
pensation and other matters and embarked 
on a raging, tearing campaign throughout 
the country, it was no reflection on him or 
the Government. The Road Haulage 
Organisation had made recent representa- 
tions to see if some modification of the 
proposals in the clause could apply, and 
that was now being discussed. 

The amendment was negatived by 295 
votes to 130. 

On the motion that the clause stand part 
of the Bill, 

Mr. H. Macmillan (Bromley—C.) said 
that Mr. Barnes had complained that the 
road hauliers had undertaken a campaign 
against the Bill, and had not accepted his 
invitation to come to terms and do some 
private deal with him to mitigate the in- 
juries done by the Bill. Mr. Barnes had 
also said that he would not now do the 
equitable thing for them, but would chas- 
tise them still more because they had not 
gone behind the scenes with him. That 
seemed to be adding blackmail of the 
worst and filthiest kind. 

The clause was ordered to stand part 
of the Bill by 285 votes to 125. Consider- 
ation of the Bill was then adjourned. 

When consideration of the Bill was re- 
sumed on Tuesday, on the Eighth 
Schedule (Orders giving effect to schemes), 
Mr. Renton (Huntingdon—L. Nat.) moved 
the first of a series of amendments 
which, he said, would provide a workable 
and fair scheme for compensation of road 
passenger transport undertakings not 
owned by local authorities. These under- 


455 


takings probably possessed between them 


up to £15,000,000 worth of subscribed 
capital, and their total capital assets 
might be in the neighbourhood of 


£40,000,000 or £50,000,000 The compen- 
sation of these undertakings was entirely a 
matter for the discretion of the Minister. 
He was to be the judge in his own cause, 
and there was to be no appeal whatsoever 
from the decision he made. 

The amendments provided for compen- 
sation on the same basis as for road 
hauliers; except that there was a deprecia- 
tion allowance of 20 per cent. per annum 
instead of 15 per cent. in regard to com- 
pensation for total or partial cessation of 
business on transfer. the amendments 
adopted the same principle as in road 
haulage businesses, but proposed that the 
average net annual profits should be mul- 
tiplied not by two or five, but by eight. 
A road hauler’s business was a fluctuating 
one; but a passenger transport concern 
was a_ stable and certain undertaking. 
Many people had regarded such concerns 
as a safe investment and compensation 
should make allowance for that. 


Government Attitude 


Mr. G. R. Strauss said the Government 
was convinced that great benefit to the 
public could be brought about by the co- 
ordination of the existing road passenger 
services, but before the schemes came into 
Operation they must be given the most 
careful consideration by the Commission. 
There was an enormous variety in the 
types of buses concerned—there was the 
huge combine and the one-man service. 
Another difficulty was that it was not 
known what the new organisation was 
likely to be and whether services were to 
be taken over completely or partly. In 
some parts of the country it might be five 
years before the new organisation could 
be set up. 

In view of those difficulties the Govern- 
ment had felt it inadvisable up to now to 
put in the Bill any firm or price basis of 
compensation for the bus companies which 
might be taken over in three to five years’ 
time. 

The amendment was negatived by 314 
votes to 138. 

When the amendments for which the 
Bill was recommitted were concluded, 
the Report stage was begun. 

Sir D. Maxwell Fyfe said:—At 8.15 
p.m. on the second of the three allotted 
days we now start the Report stage of 
this Bill. We have got up to 2 o’clock 
to-morrow morning and five hours to- 
morrow, and there are still 350 amend- 
ments to be dealt with. How grossly in- 
adequate is that time for matters which 
touch so nearly the lives of millions of 
people in this country. 

He moved an amendment to Clause 1, 
which authorises the setting up of a British 
Transport Commission, requiring the five 
members to give their exclusive services 
to the Commission. This was to be a 
great public corporation, he said, yet it 
was suggested that these five men were 
to be free to hold other occupations. They 
were not to be conflicting occupations, but 
where would the line be drawn? The 
only conclusion one could draw from the 
proposals in the Bill was that the Com- 
mission would merely be the mouthpiece 
of the Minister and of Whitehall. 

Sir A. Salter (Oxford University, Ind.) 
said he reluctantly supported the amend- 
ment. Some part-time members of the 
Commission would be useful, but it was 
unreasonable and illogical that the Minister 
should insist on being bound by statute 
to having no more than five members on 
the Commission and should equally insist 
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on the option of making them part-time 
or whole-time. 

Mr, Barnes said that one of the reasons 
why only five persons were to form the 
Commission was to ensure that it carried 
out its important task as a policy-making 
body. It was the Government’s intention 
that the five members should be full-time 
to start with, but there would be freedom 
in the future to deal with any circum- 
stances that arose. 

The amendment was negatived by 317 
votes to 140. 

The debate was adjourned until Wed- 
nesday. 


Parliamentary Notes 
L.M.S.R. Bill 
The North Wales Power Co. Ltd. has 


withdrawn its petition against the London 
Midland & Scottish Railway Bill. 


Transport Bill Financial Resolution 


In the House of Commons on April 23 
in committee, Mr. Alfred Barnes (Minister 
of Transport)) moved a new financial re- 
solution in connection with the Transport 
Bill, which he said was to meet an under- 
taking he had given in committee to Briga- 
dier Sir George Harvie Watt (Richmond— 
C.). He said it had been the practice of 
ihe railway companies to use the funds of 
the railway savings banks in their general 
accounts, and the original financial reso- 
lution which dealt with temporary borrow- 
ings did not make provision to continue 
that practice. He was informed that in the 
savings bank account there was approxi- 
mately £45 million, and in the pension fund 
the figure was something like £75 million. 
By this resolution the British Transport 
Commission would continue the existing 
practice and use those funds, and they 
would not be classified under the figure of 
£25 million temporary borrowings. 

With regard to the financial resolution. 
paragraph (a) repeated that part of the 
original financial resolution, and it was 
there to bring the resolution back to the 
original resolution, As to paragraph (b), 
under. section 21 of the Railways Act, 1921, 
Railway Rates Tribunal staff was limited 
to ten persons. Various sections of indus- 
try and traders generally interested in the 
work of the Tribunal considered that the 
staff was inadequate. Therefore, to en- 
able the Tribunal to increase its staff, they 
had introduced this paragraph. 

The remaining paragraphs gave effect to 
his earlier remark, and permitted the 
Transport Commission to use the pension 
funds and savings bank funds without 
their being classified as temporary borrow- 
ing. 

Mr. Oliver Poole (Oswestry—C.) said 
that according to the statement of the 
Minister the financial resolution referred 
only to two matters—savings banks, and 
the minor point of enabling more staff to 
be given ito the transport Tribunal. He 
understood there were other points which 
were to be brought forward on a later 


stage. 
Could the Minister say whether in 
fact they were covered under the old 


financial resolution or whether the new 
resolution covered all the points raised in 
the various new clauses which he had 
tabled? 

Mr. Barnes said this financial resolution 
covered only the points he had referred to. 
The original resolution covered all the 
other necessary points. 

The resolution was agreed to. 

The resolution passed the report stage on 
April 24. 
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Questions in Parliament 


Reservation of Railway Seats 

Mr. J. A. Sparks (Acton—Lab.) on 
April 21 asked the Minister of Transport, 
in view of the restriction of summer pas- 
senger train services on the four main-line 
railways, if the practice of advance book- 
ing of seats on certain trains would be 
continued. 

Mr. Alfred Barnes: I regret that, owing 
to the reduction in railway services during 
the summer months, the reservation of 
seats on trains will, with certain excep- 
tions, be discontinued from June 16 next, 
when the summer timetables come into 
force. The arrangements will be an- 
nounced later. 

Mr. Sparks: Will the Minister say what 


the exceptions are, or will they be 
announced later? 
Mr. Barnes: They will be announced 
with the full information. 
Production of Steel Wagons 
Group-Captain C. A. B. Wilcock 
(Derby—Lab.) on April 15 asked the 


Minister of Transport whether he was 
aware that production of 16-ton all-steel 
coal wagons at Derby, L.M.S.R., Works 
was curtailed because of a shortage of 
steel; and what steps he proposed to take 
to ensure that sufficient steel was allo- 
cated to the carriage & wagon works, 
Derby, to ensure that full production in 
this important matter of coal wagons 
could be proceeded with. 

Mr. Alfred Barnes stated in a written 
answer: Yes, and steps have been taken 
to ensure, as far as practicable, that steel 
will be available for the programme of 
construction of coal and mineral wagons. 


Concrete Railway Sleepers 

Lt.-Colonel Granville Sharp (Spen Valley 

Lab.) on April 24 asked the Minister of 
Works why it was proposed to spend 
£1,000,000 on pre-stressed concrete sleepers 
for re-sale to railway companies for 
£700,000; whether those were more expen- 
sive than wooden sleepers; and why an 
economic price was not charged, 

Mr. C. W. Key (Minister of Works) in 
a written answer stated: Pre-stressed con- 
crete sleepers are being ordered owing to 
the serious shortage of wooden sleepers. 
they are more expensive than wooden 
sleepers, but their cost cannot yet be 
finally determined. The full cost will be 
charged to the railway companies, and it is 
expected that £700,000 will be recovered 
in 1947-48. 


Radio Communication for Railways 

Sir Ralph Glyn (Abingdon—C.) on 
April 15 asked the Assistant Postmaster- 
General when he would be able to allo- 
cate suitable wavelengths to the railways 
to enable them to carry out preliminary 
trials and further research into the pros- 
pects of adapting radio communication 
for railway purposes. 

Mr. Michael Stewart (Vice-Chamber- 
lain of the Household), who replied for 
Mr. W. A. Burke (Assistant Postmaster- 
General). said: It is hoped to make some 
wavelengths available to the railway com- 
panies during the next few weeks. These 
wavelengths will be liable to alteration, 
however, in the light of the conclusions 
of an International Radiocommunication 
Conference which is to be held during the 
summer of this year. 

Sir Ralph Glyn: Can Mr. Stewart say 
whether a decision will be made before 
the conference takes place? 

Mr. Stewart: It is hoped to make some 
wavelengths available during the next few 
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weeks. These are among the proposals 
which this country has tabled for the con- 
sideration of the conference. It may be 
that some alterations will have to be made 
when the conference meets, but it is hoped 
these will be of a minor character, 


L.M.S.R. Pension Payments 


Mr. W. McAdam (Salford North—Lab.) 
on April 21 asked the Minister of Trans- 
port if he was aware that the London 
Midland & Scottish Railway Company 
had reduced the ex gratia payments to 
retired servants of the old Glasgow & 
South Western Railway Company because 
of the increased pensions now being paid 
under the Government’s national insur- 
ance scheme; and, as those pensions had 
been granted by the Glasgow & South 
Western Railway Company, before the 
passing of the Railways Act, 1921, and 
were for services rendered, what action 
he would take to ensure that the L.M.S.R. 
carried through the obligation imposed by 
the Railways Act, 1921. 

Mr. Alfred Barnes: I am informed that 
ino alteration has been made by the 
L.M.S.R. to pension payments to men 
who retired from the Glasgow & South 
Western Railway Company, that is, before 
1925. The second part of the question, 
therefore, does not arise. 

Mir. McAdam: Is the Minister not 
aware that I have already supplied him 
with the information that these pensions 
have been reduced? 


Mr. Barnes: No, I am not’ aware of 
that. This is the information submitted 
to me. If Mr. McAdam says that there 


is definite information to the contrary, I 
will personally look into the matter. 

Mr. McAdam: But I have already sup- 
plied the Minister with the information. 
Acquisition of Railway Air Services 

Air-Commodore A, V. Harvey (Maccles- 
field—C.) on April 2 asked the Parliamen- 
tary Secretary to the Ministry of Civil 
Aviation what compensation had _ been 
paid for the taking over of Railway Air 
Services and Allied Airways. 

Mr. G. S. Lindgren (Parliamentary Sec- 
retary to the Ministry of Civil Aviation): 
As my predecessor explained to the House 
during the passage of the Civil Aviation 
Bill, offers had been made to the internal 
airlines of this country which were operat- 
ing on November 1, 1945, that they 
should each be acquired as going con- 
cerns at a price to be determined as be- 
tween a willing buyer and a willing seller. 
Agreement on a price was subsequently 
reached with the group of companies 
comprised under the Associated Airways 
Joint Committee, and the transfer of the 
ownership of the undertakings to the 
British European Airways Corporation 
took place on February 28, 1947. The 
agreed price was £550,000, subject to veri- 
fication of the liquid assets by a chartered 
accountant. In the case of the other 
company, Allied Airways (Gandar Dower) 
Limited, negotiations with the company 
are proceeding. 


Workmen’s Compensation for Kenya Rail- 
way Employees 

The Reverend R. W. Sorensen (Leyton 
West—Lab.) on February 5 asked the 
Secretary of State for the Colonies, in 
view of the absence of a system of work- 
men’s compensation for employees on the 
Kenya railways and in Government work- 
shops, if steps would be taken by the 
Kenya Government to ensure workmen’s 
compensation for its own employees; and 
to extend the principle by legislation to 
cover other employees. 

Mr. A. Creech Jones (Secretary of State 
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for the Colonies) stated in a written 
answer: The Government of Kenya has 
recently enacted an Ordinance to provide 
compensation to workmen for injuries suf- 
fered in the course of their employment. 
Employees on the railway and in the Gov- 
ernment workshops are covered by the 
Ordinance, which is expected to be 
brought into operation shortly. In the 
meantime, cases involving Government and 
railway employees are being dealt with 
by administrative action, on the basis of 
the scale to be introduced by the Ordi- 
nance. 


L.M.S. R. keaelonie Shield 
Final Competition 


The L.M.S.R. Ambulance Shield fina! 
competition was held at Belle Vue, Man- 
chester, on April 25, and was attended by 
Sir Robert and Lady Burrows and other 
officers of the company. This was the 
second post-war competition, and on this 
occasion more facilities were available. 
which resulted in a greatly improved set- 





ting. The organising of the event called 
for a special word of praise from Sir 
Robert Burrows for Mr. G. S. Hill, 
General Ambulance Secretary of the 
L.M.S.R. 

Mr. H. J. Comber, Chief Officer for 


Labour & Establishment, presided at the 
prize giving, and the prizes were presented 
by Lady Burrows, who afterwards 
expressed her admiration of the high stan- 
dard and valuable work of the competing 
teams. The Judges were as follow:— 
Team Test—Dr. C. Gordon Lewis, M.D.., 
M.R.C.S., L.R.C.P., F.R.C.S.(Newcastle): 
Individual Test—Dr. R. A. Dench, B.A., 


M.B., B.Ch., B.A.O.(York):; Viva Voce 
Test—Dr. J. Welsh, M.R.C.S., L.R.C.P. 
(Llanfairfechan). 


The highest available marks were 450. 
and the result of the competition, with 
marks gained, are as follow: — 


| Crewe Works Machine me” A” 4004 

2 Wolverton Works ... alia 393 

3 Bolton Loco. 371 

4 Horwich Works (Machine Shop)... 356 

5 Camden Goods “ A’ 3444 

6 Liverpool Exchange 3394 

7 CreweWorks (Machine Shop “ B Hi 3324 

8 Nuneaton Traffic ... 3324 

9 Earlstown Works ... a 314 

A feature of the asniitinne was the 
very friendly atmosphere between the 
high officials of the company and_ the 
employees. 


Check-Rail Oilers on London 
Transport Railways 


The London Passenger Transport Board 
has on the older sections of its railways 
numbers of sharp curves, which in addi- 
tion to causing increased rail wear, were a 
source of annoyance owing to squealing 
and other noises which were liable to arise 
when trains passed round them. 

The benefit of lubrication was evident, and 
after experiments had been made with 
various forms of oiler for the check rail, 
a design was introduced in 1934 which 
had no moving parts, the lubrication being 
carried out by a pad wrapped round a 
sponge rubber core partly immersed in 
oil. The pad was thus kept well oiled, 
and was adjusted so that the inner side of 
the flange of passing wheels made con- 
tact with it and picked up a small quan- 
tity of oil, which was carried round to 
— the vertical face of the check 
rai 

It has been the practice for a number of 
years to lubricate the high rail on the 
running edge by normal wheel flange 
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oilers on the track. The lubrication of 
both the high rail and the check rail gives 
improved running round the curves, but 
any roughness of the inside of the wheel 
flange was found to cause appreciable 
wear on the sponge rubber and felt pad. 

A more economical arrangement now 
has been devised, which comprises a pad 
suspended on springs, making contact with 
the inner side of passing wheel flanges. 
Some experimental use of the spring-sup- 
ported pad has been made, and more ex- 
tended tests are now in hand. In addition, 
some improvement in the form of the oil 
container has been made, to give protec- 
tion against the entry of rain water. It 
seems likely that two of these boxes in- 
stalled at the entry of curves will be suffi- 
cient in most cases. A screw device is 
provided in the mounting of the box, so 
that adjustment of the position can be 
made readily. 





Notes and News 


Hurst, Nelson & Co. Ltd.—An interim 
ordinary dividend of 5 per cent. has been 
declared for the year ending July 19, 1947. 

Temporary Civil Engineering Assistants 
Required by the L.P.T.B.—Temporary 
civil engineering assistants are required 
on the staff of the New Works Engineer 
of the London Passenger Transport 
Board. See Official Notices on page 459. 


Chorley Wagons Limited.—At a recent 
extraordinary general meeting of Chorley 
Wagons Limited a special resolution was 
passed to the effect that the company be 
wound up voluntarily and that Mr. H. J. T 
Day, of 18, Bennetts Hill, Birmingham, 
Chartered Accountant, be appointed 
liquidator. 

L.M.S.R. Service for British Industries 
Fair.—For visitors to the Castle Bromwich 
(Birmingham) section of the British Indus- 
tries Fair. the L.M.S.R. will run a through 
restaurant car service, leaving Euston at 
8.45 a.m. and Willesden Junction at 8.58 
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a.m., every weekday (except Saturday. 
May 10) during the period of the Fair 
(May 5-16). The train will reach Birming- 
ham New Street at 11.5 a.m., and Castle 
Bromwich at 11.23 a.m. The return ser- 
vice will leave Castle Bromwich at 6.5 
p.m., and Birmingham at 6.27 p.m., reach- 
ing Willesden at 8.49 p.m. and Euston at 
9.2 p.m. 


Hunslet Locomotives for Algeria.—The 
Hunslet Engine Co. Ltd. is _ building 
11 straight diesel locomotives of 200 b.h.p. 
for French purchasers. Ten of these 
locomotives are to be shipped to Algeria, 
and the remaining one to France. 
Gardner oil engines of the 8L3 type are 
being incorporated, and they will drive 
the wheels through a Hunslet four-speed 
transmission. 


Railway Students’ Association.—The 
annual convention of the Railway Stu- 
dents’ Association will be held this year 
at Darlington from May 17 to May 21. 
In addition to visits to centres of trans- 
port interest in the district, papers on rail- 
way topics will be read and discussed 
during the convention. Mr. T. B. Hare. 
Principal of the L.N.E.R. All-Line Operat- 
ing School at Darlington, will deal with 
> Railway Operation in the Darlington 
District’; and Mr. H. F. Sanderson, Prin- 
cipal of the L.N.E.R. All- Line Commercial 
School, will read a paper on “ The Trans- 
port Requirements of Heavy Industries.” 


Mobile Generator Sets for the Royal 
Train.—A problem connected with the 
servicing of the Royal Train in South 
Africa was the way in which the batteries 
which provided current for lighting and 
other services were td be recharged 
during the time the train was stationary 
for long periods. It was decided that the 
solution would be to place 12 mobile 
petrol-electric generating sets at points 
along the route. At first, there was con- 
siderable doubt as to whether the gene- 
rators could be delivered by the required 
date. but in the end the Associated British 





New Vessel for Newhaven-Dieppe Service 





M. Lemaire, General Manager, French National Railways, with Sir 
Eustace Missenden, General Manager, Southern Railway, on board the 
ss. ** Londres”’ at Newhaven (see also page 447 and last week’s issue) 
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Trading Corporation Limited, Duke Street, 
London, S.W.1, agreed to supply them. 
This company marshalled the combined 
resources of a number of contractors, and 
as a result the 12 sets, each comprising a 
four-cylinder petrol engine of 15-4 h.p. at 
2,000 r.p.m., coupled to a compound- 
wound generator of 8 kW. at 110/150 
volts, together with switchgear, mounted 
on a_ special type of trailer, were 
assembled, tested. and approved within 
the allotted time. 


L.P.T.B. Public Relations.—Applications 
are invited for a post in the office of the 
Press and Publications Officer of the 
London Passenger Transport Board, Can- 
didates must have first rate journalistic 
experience, be interested in transport and 
industry, have the ability to collect facts 
and give a clear exposition of industrial, 
technical, and engineering matters. See 
Official Notices on page 459. 


Macrome Steel Treatment.—All cutting 
tools made by Macrome Limited, Alders- 
ley, Wolverhampton, are subject to special 
treatment after the usual hardening, tem- 
pering, etc., processes have been carried 
out, to increase their resistance to wear, 
fatigue, and breakage. Details of this 
treatment will be given on the Macrome 
stand at the British Industries Fair. We 
have been notified that this firm will be 
showing, also, a wide range of tools, in- 
cluding milling cutters, reamers, hacksaw 
blades and handsaws, butt-welded lathe 
tools, hand drills, planes, etc., and a 
Model 3 tool kit complete in cabinet. 


“Industrial Wales” Exhibition.—The 
Industrial Association of Wales & Mon- 
mouthshire. a  newly-constituted body 
which unites two associations previously 
operating separately in North and South 
Wales and Monmouthshire. is sponsoring 
and organising “* Industrial Wales,” an All- 
Wales exhibition of post-war production 
and development, at Empire Hall, 
Olympia, London, from August 28 to Sep- 
tember 13 this year. There will be a com- 
prehensive display of the Principality’s 
new light industries, in addition to latest 
developments in its traditional heavy in- 
dustries. All firms with manufacturing 
interests in Wales and Monmouthshire, it 
is stated, are eligible for exhibition space. 


International, Union of Public Trans- 
port.—A_ conference of the International 
Union of Public Transport will be opened 
at Montreux on September 15. The draft 
programme includes visits to the Ateliers 
de Secheron and Forces Motrices de Ver- 
bois, at Geneva; the aluminium works at 
Chippis; the Swiss Federl Railways; the 
new installations of the Montreux-Berne 
Oberland Railway; and the new improve- 
ments of the Zurich public transport 
undertaking. Papers regarding these visits 
will be read by Swiss delegates, and will 
be followed by discussions. The last night 
of the conference probably will be spent 
at Lucerne. The conference will last four 
or five days, but facilities will be given to 
members wishing to prolong their stay in 
Switzerland. 


Skal Club of London.—The Skal Club 
of London is a member club of the Asso- 
ciation Internationale des Skal Clubs 
(A.LS.C.). The objects of the Skal move- 
ment are to create and develop the spirit 
of unity, goodwill and fellowship be- 
tween all travel and transport represen- 
tatives, and to endeavour to promote the 
interests of travel, both national and inter- 
national. The Skal Club of London was 
formed in 1934. Its club premises were 
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given up at the end of 1939, and the 
club held no meetings during the war. 
The first general meeting since the war 
was held in February, 1946, when 44 
former members attended. So far, some 90 
former members have signified their inten- 
tion of rejoining. Plans are being made to 
accumulate funds with the object of ob- 
taining premises again. The Honorary 
Secretary of the club is Mr. R. A. Smyrk, 
Thos. Cook & Son Ltd., Berkeley Street, 
London, W.1, from whom any further 
information about the club or the Skal 
movement in general may be obtained. 
The following officers of the Skal Club of 
London have been appointed for 1947:— 
President, Mr. R. W. Waugh; Chairman, 
Mr. J. Ns Bamford (Air France); Honorary 
Secretary, Mr. R. A. Smyrk; Honorary 
Legge ref Mr. A. J. Turner (Thos. Cook & 
Son, Lid.); Vice-Chairman, Mr. G. L. Walter 
(B.0.A.C.). 


High-Temperature Alloys—We have 
been informed that a feature of the stand 
of Henry Wiggin & Company at the British 
Industries Fair will be the Nimonic series 
of alloys originated by the Mond Nickel 
Company during the war for stressed parts 
operating at high temperatures in gas tur- 
bines. Other exhibits will comprise elec- 
tric resistance materials, including Bright- 
ray nickel-chromium alloy for high-tem- 
perature heating elements, and the Ferry 
nickel-copper alloy, which has a low-tem- 
perature coefficient of electrical resistance. 
Alloys for electronics, and thermostatic 
alloys of the Nilo and Ni-Span series will 
complete this display. 


Scottish Branch of British Aluminium 
Company.—As from July | next, the Scot- 
tish business of the British Aluminium 
Co. Ltd. will be transacted through its 
own branch office in Glasgow. The firm 
of Alexander Brown & Company, selling 
agents for the British Aluminium Com- 
pany in Scotland for over 50 years, will 
relinquish the agency, but will continue 
to act as principal stockist in Scotland for 
the products it has been handling in the 
past. The new branch will be located at 
113, West Regent Street, Glasgow, which 
also is the office of Alexander Brown & 
Company; and Mr. Peter J. Ferguson has 
been appointed Manager. 


English Electric Co. Ltd——The accounts 
of the English Electric Co. Ltd. for the 
year ended December 31, 1946. shows a 
net profit of £492,775. Dividends will be 
paid on the 63 per cent. and 33 per cent. 
preference stock, and a dividend of 10 per 
cent. on the ordinary stock. After allo- 
cating £100.000 to general reserve, the 
carry forward of £123,673 compares with 
£120,793 in 1945. A net dividend of 
£59,990 appears in the accounts from Mar- 
coni’s Wireless Telegraph Co. Ltd., the 
share capital of which the company 
acquired during the year. In consequence 
of this acquisition, the issued capital has 
been increased from  £3,494,998 to 
£6,174,575. 


Imperial Chemical Industries Limited.— 
A preliminary statement has been issued 
showing that net income for 1946 was 
£7,171,109, compared with £4,770,062 for 
the previous year, an_ increase of 
£2,401.047. Including £1,337,280 brought 
in, there is an available balance of 
£8,508,389, as against £8,554,867. A 
further special appropriation of £1.500,000 
has been made to obsolescence and depre- 
ciation. The final dividend on the ordi- 


nary capital is maintained at 5 per cent., 
and. together with a bonus of 2 per cent. 
and the interim payment of 3 per cent., 
for the year. ‘The 


makes 10 per cent. 
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total distribution for the previous eight 
years has been per cent., no bonus 
having been paid. 


Stanton Concrete Lighting Columns.— 
The main exhibit of the Stanton Ironworks 
Co. Ltd. at the British Industries Fair 
will consist of spun-iron pipes and flexible 
joints. We have been informed, however, 
that spun-concrete lighting columns also 
will be shown, and it is of interest to re- 
call in this connection that the centrifugal 
method of manufacturing concrete has 








British and Irish Railway 
Stocks and Shares 





Prices 
oo Bw 
Stocks =F se 
fog o— Apr R 
= a 29 Fall 
1947 | Fall 
G.W.R. 
. wa ne sist OTe 544 55 
Yo Con. ..| 1265 107. | 120 | 
H % Red. pret (1950) 1064 1024 102 
5% Re. Charge eee) 1404 1224 135 
5% Cons. Guar. 1374 18} | 132 
4% Deb. ats wee 1294 106 124 
44% Deb woe] 129$ 107 124 
44% Deb 1304 114 125 
5°% Deb 1424 125 137 
24% Deb 954 It | 92 
L.M.S.R 
Ores x ie oo] oe 26} 27 
4% Pref. (1923) ... 64 524 | 59 
4% ..| 86 754 80 
5% Red. Pref. (1955) 1054 97 101 
4% Guar. se .. 1084 100 102 
4% Deb ..| 120 103 113 
5% Red. Deb. (1952) 1084 1054 105 
L.N.E.R. 
5% Pref. Ord. ses 7 5 63 
Def. Ord nl 34 24 34 
4°. First Pref. oe) SO 504 544 
4°, Second Pref. | 294 254 27 
5% Red. Pref. (1955) 104 97 984 
4°. First Guar. e.| 107 98 1014 
4%, Second Guar. ...| 101 90 954 
3% Deb. ube ee} 104 874 984 
4% Deb. | TIO 1024 1134 
44% Sinking Fund 
Red. Deb. ., 1074 1014 1034 
SOUTHERN 
Pref. Ord in 794 70 73 $ 
Def. Ord sol 28 19¢ | 22 
5% Pref. .. 1254 107 1194 1 
5% Red. Pref. (1964) TIS$ | 16h | HANS : 
5% Guar. Pref. «| 1374 119 1324 
5% Red. Guar. Pref. 
(1957) | UNS¢ | tome | ONE 
4% Deb. ... «| 129$ | : 1054 | 1244 
5°% Deb. - eos] 1599 1254 1354 
4% Red. Deb. (1962- 
67 1134 1044 1104 


4% Red. Deb. (1970- 
80) ... ove eee 


FORTH BRIDGE 


4% Deb. pa --| 109 103 1034 
4% Guar. ... soo} 165 102 994 
Py alors 

4 “A” eee ws) 1334 1204 128} 
> he AA «| 1424 1304 1374 
3% Guar. 09ii. 72). .. 108 984 1044 
5% __ «. 1284 117} 124} 

Toit cued OER | GR: ST TORE = 

MERSEY 
Ord. ex] ae 30 34 + 
3% Perp. Pref. ik ae 69 724 _ 
4% Perp. Deb. wee) DIETS 103 it 
3% Perp. Deb. al 8 924 
IRELAND* 

BELFAST & C.D. 
Grd. ccs ein ‘en 85 6 7} 

> aappasenme 

«| «41% 304 274 «|- Ih 

Ror Kan sas oa One 52 48; -—2 
Guar. ... as one) 9G 784 87 —3 
Deb. ... s ove] 107 974 | 1044 
IRISH ated 
Common aa -| 19/24 | 16/9 15/9 
3% Deb. ene i.) 17 100 105 i+ 3 


Bs Latest available quotation 





N! 
i” 


Civil 
New 

Sala 
salary 
perien 

Suc 
medic: 
indire< 

App 
ficatio! 
sent | 
Office 
port | ] 
REO 


submit 
and si 
38 ye 
33, Te 
Tatlon 
trated. 


— 


been 
most 
with 
ment 
of Ch 
are | 
and t 
it wi 
main 
Al 
terest 
at W 
Smith 
demo 
caval 
ing, 
var io! 
mobi 
airfiel 
Mr. . 
Mr. 
music 
phon: 
been 
able 
allied 
firm \ 
the us 


Tal 
imprc 
in gre 
Ltd. 
The 
£410: 
ing y 
to £5 
worki 
£18, 5: 
ried v 
vious 
increa 
of pa: 
6:87 | 
trathic 
vance 
States 
trom 
an inc 

The 
Limit 
tion o 
of | 


merge 


~ a oe oe 


~ 








May 2, 1947 


QONDON PASSENGER TRANSPORT BOARD. 
L Applications are invited for posts as Temporary 
Civil Engineering | Assistants on the staff of the 
New Works Engineer. | ; 

Salary range up to £550 per annum, commencing 
salary according to ability, qualifications, and ex- 
perience. . 

Successful candidates will be required to pass a 
medical examination. Canvassing, either directly or 
indirectly, will disqualify. | 

Applications giving particulars of experience, quali- 
fications. present remuneration and age, should be 
sent not later than May 20, 1947, to the Staff 
Office (reference ER/E425), London Passenger Trans- 
port Board, 55, Broadway, S.W.1. 

REQUIRED Assistant to Transport Officer of 

large Industrial Undertaking. Applicants should 
submit full particulars of qualifications, experience, 
and salary required, and should not be more than 
3s years of age.—Box 100, The Railway Gazette, 

33. Tothill Street, Westminster, London, $.W.1. 


FIFTY YEARS OF RAILWAY LIFE IN 
ENGLAND AND SCOTLAND. By Joseph 
Tatlow Cloth. 84 in. by 7 in 223 pp. _Illus- 
trated. 10s. By post 10s. 7d. 


THE RAILWAY GAZETTE 
OFFICIAL NOTICES 


LONDON PASSENGER TRANSPORT BOARD. 

Applications are invited for a Post in the Office 
of the Press & Publications Officer. Qualifications 
required are first-rate journalistic experience, interest 
in transport and industry, ability to collect facts and 
give a clear exposition of industrial, technical and 
engineering matters, accuracy, drive and organising 
ability. The post is a responsible one, offering con- 
siderable scope and interest to a keen young man 
prepared to overcome difficulties. Salary, £650-£700 
per annum, according to ability and experience. Only 
candidates with fully satisfactory experience and quali- 
fications on the above lines should apply. The 
successful candidate will be required to pass a 
medical examination and to serve satisfactorily a 
probationary period, upon completion of which mem- 
bership of the Board’s contributory superannuation 
fund is compulsory. Canvassing, either directly or 
indirectly, will disqualify. Applications, which should 
be typed. giving full particulars of education, business 
and other experience, present remuneration and age, 
should be sent not later than May 15, 1947, to the 
STAFF Orricer (reference ER/E.426), LONDON Pas- 
SENGER TRANSPORT BoarD, 55, Broadway, S.W.!. 
Specimens of work, which will be returned, should 
be forwarded with applications. For acknowledg- 
ment enclose addressed envelope. 
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STEEL STRUCTURES purchased, dismantied and 
removed. Industrial steel structures re-built. 
re-roofed and renovated. Steel factory buildings dis- 
mantled, re-erected or adapted on other sites.— 
BELLMAN HANGARS LIMITED, Terminal House, Gros- 
venor Gardens, London, S.W.1. Sloane 5259. 


BRITISH WORK ON PERSIAN’ RAILWAYS. 

_ The achievements and difficulties of the R.Es. 
during the 15 months in which they laid the founda- 
tion for effective aid to Russia. Reprinted from 
The Railway Gazette, February 2 and 16, 1945. 
Price 1s. Post tree 1s. 2d. 


THE FIRST PASSENGER RAILWAY By 

Charles E. Lee. A history of the Swansea & 
Mumbies Railway, which extends over 136 years. 
Cloth. 8} in. by 54 in 91 pp. Illustrated. 5s 
By post 5s. 3d. 


a HE CORONATION SCOT. New 4-6-2 locomo- 

tive and 9-coach trains built specially for work- 
ing the L.M.S.R_ accelerated 6}-hour express service. 
Paper. 12 in. by 9 in. 16 pp. Folding plate. Jilus- 
trations and diagrams. 3s. By post 3s. 2d. 








been applied to Stanton lighting columns 
most successfully. When _ incorporated 
with the Stanton welded-steel reinforce- 
ment frame, an exceptionally strong form 
of concrete column results; the columns 
are mechanically ground after spinning, 
and the density of the concrete is such that 
it will resist corrosive atmosphere without 
maintenance. 


A Film of Excavators at Work.—An in- 
teresting sound film entitled “The Smith 
at Work ” has been produced by Thomas 
Smith & Sons (Rodley) Limited, Leeds, 
demonstrating the full range of Smith ex- 
cavators used for coal production, quarry- 
ing, road making, etc., together with 
various special machines, including a 
mobile crane at work in shipyards and on 
airfields. "This film, which was directed by 
Mr. Jack Saward, has a commentary by 
Mr. Frank Phillips, and the background 
music is provided by the London Sym- 
phony Orchestra. Copies, which have 
been produced in 16 mm. size, are avail- 
able for exhibition to engineering and 
allied associations, or. alternatively. the 
firm will be pleased to exhibit the film by 
the use of a portable sound projector. 

Taltal Railway Co. Ltd.—There was an 
improvement of £5,323, or 14.9 per cent., 
in gross receipts of the Taltal Railway Co. 
Ltd. for the year ended June 30, 1946. 
The total figure of: gross receipts was 
£41,023, as against £35,700 in the preced- 
ing year, and expenses rose from £54,249 
to £59,541, the result being a !oss on 
working of £18,518 as compared with 
£18,549. The total tonnage of goods car- 
ried was 62,909, against 51,301 in the pre- 
vious year, and this accounted tor the 
increase in gross receipts, for the number 
of passengers fell from 8,053 to 7,500, or 
6:87 per cent. The greater volume of 
trattic was responsible in part tor the ad- 
vance in working expenses. ‘The report 
states that gross receipts for the period 
trom July 1 to October 31, 1946, showed 
an increase of £10,465. 


Thos. W. Ward (Coal) Longbvottom 
Limited.—Consequent on the nationalisa- 
tion of the coal industry, the coal business 
of Thos. W. Ward Limited has been 
merged with that of Longbottom & Co. 
Ltd. The new company is known as Thos. 
W. Ward (Coal) Longbottom Limited. with 
Tegistered offices at Harvest Lane. Shef- 
field. 3. The amalgamated commercial 
and technical staffs of both compuntes re- 
main unchanged. Two other branches of 
the Ward coal business, namely the Low 
Moor Coal Company, Bradford, and the 
Fishponds Coal Company, Wharf Pond, 
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Fishponds, Bristol, are included in this 
amalgamation of interests. The board of 
the new company, under ike Chairman- 
ship of Mr. Arnold Carr, is made up of 
Mr. F. W. Robinson (Managing Director), 
Mr. W. Wood (General Manager), Mrs. 
Ella Longbottom, Mr. F. Johnson and 
Mr. H. L. Bull. 


Supplementary Reserve Transportation 
Units——The War Office has announced 
that the Supplementary Reserve is to be 
reconstituted, and that units of trans- 
portation, survey and postal services will 
be included. The detailed organisation 
and revised terms of service are under 
consideration and will be announced later. 

Filey Holiday Camp Station.—The new 
railway station for the Butlin holiday 
camp at Filey, Yorkshire, will be opened 
by the Rt. Hon. Lord Middleton, M.C., 
on May 10. This event will mark the 
completion by the L.N.E.R. of a new 
branch line. double track throughout and 
just over a mile in length. built to serve 
the camp, and, as was reported in our 
issue of July 5, 1946, the new station has 
been provided with four platform lines, 
sidings. engine pits, and water columns. 
At the end of the platforms, which are 
900 ft. long. a circulating area and station 
buildings have been erected, with a road- 
way and subway under the main Filey 
Bridlington road. 


Thomas Tilling Limited.—The total in- 
come for 1946 of £796,762 compared with 
£741,547 in the preceding year. Refunds 
of E.P.T. from subsidiary companies will 
provide a surplus estimated at not less 
than £200,000. A dividend of 10 per cent. 
is being paid on the ordinary shares as in 
the preceding year, and general reserve re- 
ceives £150,000, as against £100,000. Sir 
J. Frederick Heaton, Chairman of the 
company, speaking at the annual meeting, 
said that the figures by themselves would 
justify an increase in dividend, and pos- 
sibly. in this centenary year, an issue of 
bonus shares. They had before them, 
however, a Parliamentary Bill which, when 
fully implemented, might result in a sub- 
stantial diminution in the company’s net 
income, and in these circumstances it was 
felt to be in the proprietors’ interests to 
declare the same rate of dividend as for 
many years past. The Chairman said that 
their main grievance was the harsh treat- 
ment received under the London Passenger 
Transport Act, for when the company’s 
London bus business was forcibly ac- 
quired, the average annual net profits 
were £153,980. Annual income receivable 
on the stocks held in exchange had in each 


of the last two years amounted to £60,010. 
Under the new Bill, this figure would be 
reduced to £35,350, assuming interest at 
2} per cent. on the stock they would 
receive. 

Tecalemit Limited—Reviewing the com- 
pany’s activities during 1946, Mr. S. G. 
Gates, Chairman of Tecalemit Limited, 
said that demand for their products had 
expanded steadily throughout the year, but 
among the difficulties encountered in meet- 
ing this demand had been the lack of fac- 
tory space. To provide for expansion, the 
company had issued 514,124 shares, which 
would produce about £550,000, and nego- 
tiations had been undertaken with the Ply- 
mouth City Council for the leasing of a 
factory site in Plymouth. Profit for the 
year was £120,081, as compared with 
£111,249. A final dividend of 14 per cent. 
was declared, making a total of 20 per 
cent. for the year, and this left a carry- 
forward of £69,324, as against £50,188 
brought in. 


Extension of Central Line Trains to Ley- 
tonstone.—When Central Line tube trains 
of London Transport are extended from 
Stratford to Leytonstone on Monday, May 
5S, the L.N.E.R. steam trains between 
Liverpool Street, Loughton, Epping, and 
Ongar will be withdrawn, and replaced by 
a new steam train service between Leyton- 
stone and Ongar. The L.N.E.R. Wood- 
ford— Ilford connecting service also will 
be revised as from the same date. Central 
Line trains between Livernool Street and 
Leytonstone will serve Bethnal Green, 
Mile End, Stratford, and Leyton at fre- 
quent intervals. To deal with parcels and 
passengers’ luggage in advance for 
despatch by passenger train, the L.N.E.R. 
on. May | opened parcels receiving offices 
adjoining Leyton and Leytonstone stations. 
These offices handle traffic “to be called 
for,” and answer general parcels inquiries 
from 8 a.m. to 5.30 0.m. on weekdays. and 
8 a.m. to 1.30 p.m. on Saturdays. Parcels 
will be collected from addresses in the 
Leyton. Leytonstone, and Snaresbrook dis- 
tricts, and special arrangements have been 
made for the delivery of traffic in these 
districts. 


Forthcoming Meetings 


May 10 (Sat.).—The Permanent. Way Insti- 
tution (Manchester & Liverpool 
Section), at Ditton Junction Depot, 
visit to Creosoting Depot, by permis- 
sion of Mr. W. K. Wallace, C.B.E., 
M.Inst.C.E., Chief Engineer, L.M.S.R. 





There has been a firm undertone in stock 
markets, despite the London dock strike, 
the growing shortage of dollars for essen- 
tial imports, and the effects of fuel and 
other shortages on the output of a wide 
range of companies. British Funds were 
inclined to dullness, and generally buying 
interest tended to dwindle; the exceptions 
again were those shares of industrial com- 
panies expected to benefit considerably 
from the withdrawal of E.P.T. assuming it 
is possible in existing conditions to main- 
tain trading profits. There is little doubt 
that sentiment has been assisted by the 
high proportion of increases contained by 
recent dividend announcements. The in- 
creased payments are in most cases fully 
justified by higher profits, and a good part 
of the latter is being placed to reserves. 

In many instances it would seem that 
recent gains in prices have discounted 
rather fully the possibility of higher divi- 
dends for the current year. According to 
some views, when prices generally have 
been adjusted to accord with prevailing 
estimates of the extent to which net profits 
of individual companies may benefit from 
the end of E.P.T., the tendency will be for 
day-to-day trends in industrial shares to 
be governed again by those in British 
Funds. For.the time being gilt-edged have 
been adversely influenced by the dis- 
appointing results of the Derby and New- 
castle conversions, and the indications are 
that gilt-edged are unlikely to develop re- 
newed strength until Mr. Dalton is able to 
sustain his cheaper money policy by some 
new development. 

Iron and steel shares have been firm, 
moving slightly higher where changed, 
with Babcock & Wilcox prominent pending 
the dividend announcement, and Pressed 
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Railway Stock Market 


Steel higher on the increased payment. 
Sentiment was unaffected by reports that 
a Bill for nationalisation of iron and steel 
may be brought in this year, partly be- 
cause of the Minister of Supply’s state- 
ment that no legislation for taking over 
the steel industry would be introduced 
“during the present session” of Parlia- 
ment. 

Home rails have been firm, but business 
remained on moderate lines. The dis- 
cussion in the House of Commons on the 
Report stage of the Transport Bill attracted 
considerable attention in the City and there 
was general criticism of the very limited 
time the Government is allowing for the 
Bill. The Government’s reiteration of its 
rejection of an independent tribunal to de- 
cide compensation payable to stockholders 
had little influence on home railway 
stocks, which continue to be valued in the 
main on the “compensation” basis de- 
cided by the Government. It is realised 
in the market that, despite the strong 
arguments advanced, there is virtually no 
hope of the Government altering its plans. 

The only inferences from the decision to 
treat railway stockholders in the matter of 
compensation on a different basis from 
shareholders in other nationalised concerns 
is that either the Government realised that 
an independent tribunal would inevitably 
decide on a more equitable compensation 
basis, or that the chief aim is to rush 
through nationalisation as quickly as 
possible because this suits Labour's 
political timetable and future plans. At 
all events, stockholders have to suffer a 
substantial fall in income, the extent of 
which was again underlined in the Trans- 
port Bill debate this week. 

A point which emerged and appeared 
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to be emphasised is that the Bill makes no 
definite stipulation as to the rate of interes, 
to be carried by British Transport stock 
into which stockholders will have to trans- 
fer. It has been generally assumed the 
rate of interest will be 24 per cent., and in 
all fairness to the hard-hit railway stock- 
holders it should now be stated definitely 
whether this assumption is correct. The 
Government cannot have in mind a lower 
rate than 2} per cent. with a view to using 
British Transport stock as a means for 
carrying Mr. Dalton’s cheaper money 
policy a stage further. ; 

Movements in home rails have been 
fractional and without any particular sig- 
nificance, business being moderate, despite 
their attractions as a short-term investment 
or as a means of acquiring an interest in 
British Funds. Argentine rails moved 
within narrow limits, but there was still 
considerable speculative activity in Brazil- 
ian rails on hopes attaching to the dis- 
cussions regarding _Brazil’s __ sterling 
balances. Leopoldina fluctuated, but 
rallied to 22, the preference to 65 and the 
debentures to 81. San Paulo at 188 lost 
part of an earlier advance. 


BRITISH AUTOMATIC Co. LTD.—The com- 
pany’s net profit for 1946 amounted to 
£15,891, an increase of £1,202, after pro- 
viding £57,942, as against £54,996. for 
taxation. After providing for a dividend 
of 6 per cent. as in the previous year, 
£10,954 is carried forward, or £20 less 
than was brought in. The company is 
controlled by the Associated Automatic 
Machine Corporation, and the net profit 
of the group, after taxation, was £18.27], 
an increase of £2,421. 
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